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The arrangements for the seventh annual (fourteenth regular) 


meeting of this Society are set forth as follows in a circular 
issued-by the local Committee of Arrangements, which is com- 
posed of Wm. H. Wiley, Chairman; F. R. Hutton, Secre- 
tary: James C. Bayles, Edward Weston, James A. Crouth- 
ers, Charles E. Emery, H. 8. Hayward, Wm. Hewitt, 
Thomas Edison, Wm. Lee Church and Henry Morton : 


The Seventh Annual Meeting of the American Society of 
Mechanica! Engineers, will be held in the city of New York, 
beginning Monday evening, Nov. 29, and ending Friday, 
Dec. 3. This date has been chosen under the rules by the 
Council to suit the convenience of those who might wish to 
visit eastern homes for Thanksgiving, and who can then at- 
tend sessions on their way back. The opening session is put 
down for Monday to admit of most profitable use of time. 

The sessions will be held in the ka:l of the New York 
Acadeiny of Medicine, No. 12 West Tiirty-first street, be- 
tween Fifth avenue and Broadway. The headquarters of 
the Society will be at the convention rooms, 

First Day, Monday, Nov. 29.—Opening session 8.30 p. m. 
This session of the annual meeting 1s that on which the Fresi- 
dent of the Society presents his aunual address. Should time 
allow, there may be brief topical discussions. An early ad- 
journment will give time for a supper in the lower room and 
social re-union of the members. 

Second Day, Tuesday, Nov. 30.—10. a.m. Business ses- 
sion, reports of committees, reading of papers and discussions. 
2. p.m. Reading of papers and discussions. In the evening 
the members are invited to attend the Fair of the Ameri-an 
Institute at Sixty-tbird street ‘and Tbird avenue. Compli- 
mentary tickets. have been presented by the courtesy of the 
Board of Managers of the Institute and can be obtained at 
the session rooms. 

Third Day, Wednesday, Dec, 1,—This day will be devoted 
to an excursion by boat to the city of Newark, N.J. In- 
vitations bave been given by Mr. Edward Weston, of the 
United States Electric Iuminating Cv., to visit his private 
laboratory (one of the best equipped electric laboratories in 
the world), and also to visit other works of interest about 
Newark. Returning, the refineries of the Standard Oil Co., 
at Bayonne, will be visited, and a stop will be made at the 
Statue of Liberty op Bedloe’s Island. A Innch will be served 
on the boat. Details of the time-table wil! be given at the 
sessions. lu the evening a sersion will be held in the hall at 
8 p. m., for the reading of papers and topical discussions. 

Fourth Day, Thursday, Dec. 2.—The sessions of this day 
will be heid at the Stevens Institute of Technology, in Ho- 
boken, N. J. The use of the Institute Luildings has been ten- 
dered by the President and Faculty for sessions at 10 a. m., 
and 3 p.m.,anda lunch and reception at 1 p.m. aas been 
tendered to the members present = President Henry Morton 
at his residence, adjoining the Institute buildings. Oppor- 
tunity will be given to inspect the taboratories and collec- 
tions during this visit. Tle professional sessions will adjourn 
at the close of this afternoon session, and the evening of 
Thursday will be left without assignment to admit of social 
engagements and attendance at places of amusement in the 
city. 

Fifth Day, Friday, Dec, 3.—Tnis will be devoted to an 
excursion to Trenton, N. J. A special train furnished by 
the Pennsylvania Railroad Co. will leave Jersey City. By 
the invitation and courtesy of Messrs. Cooper, Hewitt & 
Co., a Visit will be paid to their wire mili and to the lower 
mill, and to points of interest at Trenton. A Junch will be 
tendered to the Society at Trenton by ther hosts, and the 
train will return to New York in time for the evening trains 
out of the city. 

The following papers are to be presented and discussed at 
this meeting : 

FRANCIS REULEAUX : * Friction of Toothed Gearing.” 

R.H. Taurston : ** Friction of the Non-condensing Steam 
Engine.” 

oe MAKER: ‘**The Working Stress of Iron and 
Steel.” 

A. WELLS Rosinson : * Dredging Machinery.” 

ANDREW C. CAMPBELL: ‘“‘ A New Conicograph.” 

GAETANO LANZA: “Strength of Shafting Subject to both 
r'wisting and Bending.” 

Wa. Kent: ** Heating Capacity of Water Gas.” 

Gro. I. ALDEN: ** Formule and Tables for Calculating 
the Effect of Reciprocating Ports of High-Speed Engines.” 

WILLIAM CowLEs : ‘ Fire Boats.” 

Gro. H. Barrus : ‘“‘ New Calorimeter.” 

OBERLIN SMITH : ‘ Intrinsic Value of Special Tools.” 

- E. PartRipGe: ‘Capital's Need of High-priced 
Labor. 

Subjects an i queries will also be presented for the topical 
discussions, which have proved so interesting and profitable 
at the recent meetings. 








Master Mechanics’ Association Circulars. 


Che following circulars have been issued by Secretary J. H. 
Setchel, from his office at Dunkirk, N. Y., under date of 
Nov, 2: 

TRACTION INCREASERS. 


_ The undersigned, a Committee appointed by the Master 
Mechanics’ Association to investigate the varicus types of 
raction Increasers and to report upon their relative merits, 
aud the conditions under which their use can be recommend- 
ed, respectfully ask that ycu will reply to the following 
questions : 

1. Have you had any experience with devices for increas- 
ing the tractive power of locomotives ? 

*. Under what conditions would you advise the use of 
such a device ? 

3. What do you consider the best known arrangement for 
this purpose, and what is the cost of its application and 
maintenance ? 

4. Is there any good objection to utilizing the weight of 
the tank for this purpose ? 
Please address, R. H. BriaGs, Chairman, 

Argentine, Kansas. 
PISTON-ROD, VALVE-STEM AND CYLINDER PACKING, 


fhe undersigned, having been appointed a Committee for 
the purpose of obtaining information relative to the practice 
of master mechanics in regard to the use of Piston-Rod, 
Valve-Stem and Steam Cylinder Packing upon locomotives, 
respectfully solicit replies to the subjoined inquiries. 
here is no part of the mechanism of the locomotive where 
So much loss in money value actually occurs as that incurred 
by the constant blowing away of steam, which must take 
place where imperfeet or defective packing rings are em- 





ing part of the movement o/ the piston actually exercises a 
retarding influence upon the engine. It is, therefore, our 
plain duty to make thesubject o pecking rings an important 
| and constant study, and to be willing to impart any special 
information to others for the general good. 
| In order to make a full report embodying the views of the 
membership, we request you to make replies to the following 


| ployed, which not only escapes inert into the exhaust, but dur- 


, as early as may be possible : 


| Piston Packing. 

1. Do you use cast-iron for packing rings ¢ 

2. What width of ring is your general practice ’ 

83. What thickness of ring when first applied ? 

4. How much larger than the cylinder are the rings when 
first applied ? 

5. Do you, after turning the rings up, cut them, spring 
them in, clamp them and turn them to the correct diameter 
of the cylinder ? 

6. Do you make the ring heavier opposite to where it is cut 
open ¢ 

7. What is your usual plan for breaking joints ¢ 

8. Do you use springs to assist in getting the packing ring 
out, or depend upon the elasticity of the ring assisted by 
steam / 

9. Do you use more than two rings in any of your en- 
gines ¢ 

10. Have you tried steel, phosphor-bronze, or gun-metal, 
and if so, please state results as far as thus tried ¢ 

11. Do you use Dunbar or any patented style of cast-iron 
packing rings? If so, please give name and address of 
patentee. 

12. Do you use solid piston-beads and spring the rings into 
the grooves or follower and hub, T, or bull rings‘ Or, if 
both, state which you think preferable. 

13. What is your general practice for adjusting the piston 
in the centre of the cytaber: do you turn the T ring out 
larger than the spider and line up with sheet-iron, or set 
screws, or clamp the I ring with the follower to hold the 
piston in centre of cylinder ¢ 

14. Do you drill small holes in the piston and follower to 
set out the packing ¢ 

15. How much side shake do you allow when rings are 
new, or do you make them close fit between the T ring and 
follower or piston ¢ 

16. What is your observation of the wear on cylinders 
incident to the use of steam packing, as compared with the 
old style of brass spring packing? Do you notice that the 
cylinders are worn away more rapidly near the ends, and do 
you regard this irregularity in the diameter to be any dis 
advantage in a packing which is flexible and automatic 
in its adjustment ¢ How often do you think reboring neces- 
sary ¢ 

i7. Do you permit the practice of peining the rings when 
worn to enlarge them or have you some special plan for er- 
larging them ? 

13. Do you use any special grade of cast iron for packing 
rings‘ If so, state character of metal. 

Piston-rod and Valve-st:m Pucking. 

1. Do you use hemp exclusively and in pre erence to other 
packing ¢ 

2. Do you use = 4 of the prepared fibrous packings, and if 
so, what kinds and how do they compare / 

3. Can you give an approximation to the cost of packing 
per 1,000 miles for pistons and valve stems with hemp or 
with any fibrous packing you may use / 

4. Do you use any form of metallic packing for rods and 
stems?’ If so, please state kind and maker’s name, or if your 
own design, please furnish a tracing or print of the device, 
giving particulars of cost of manufacture, and length of 
time or number of miles between renewals, also composition 
of metal. 

5. Do you find it more difficult to keep metallic packing 
tight on valve stems than you do on piston rods‘ If so, 
please give yovr opinion of the cause. 

6. Any special information not enumerated above will be 
gladly accepted by the Committee. 

HENRY SCHLACKS, 

ALLEN COOKE, 

J. W. STOKEs, 
Address all replies to J. W. Stokes, Pana, Lllinois. 


- Committee. 





Sontributions. 
The West Shore Cinder. 
STEELTON, Pa, Nov. 16, 1885. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

Referring to your illustration of ‘‘ a large-sized cinder,” in 
your issue of Nov. 12, I notice you have forgotten who 
picked up the ‘‘cinder” you illustrated, but I know some 
fingers that’ have not forgotten the searing they received at 
the time. Gro. W. Parsons. 





[ We owe our correspondent an apology. It is two 
years ago, and to insure correctness we asked the gen- 
tleman who was accused of picking it up, just before 
publication, if he had done so, and he said he did. It 
appears, therefore, that two men’s memories were 
treacherous. —EDITOR RAILROAD GAZETTE. | 








The Continuous Frame Freight-Car Truck 





The Westinghouse Air-Brake Company, | 
PITTSBURGH, Pa., Nov. 10, 1886. | 
To 1HE EDITOR OF THE RAILROAD GAZETTE : 

I have been interested in the standard continuous frame 
freight-car truck, with iron bolsters, adopted by the Boston 
& Albany Railroad, and illustrated in your number of Nov, 
5. This truck possesses special advantages with reference to 
the use of the most perfect form of brake-gear, which will 
ccmmend itself to all railroad people ,;who have given that 
subject much attention ; but it will be a great improvement 
if the brake-shoes are placed between instead of outside the 
wheels, as shown, because when placed inside, the action of 
one set of brake-shoes largely counterbalances the action of 
the other, in its effect upon the springs. With the diamond 
truck there is no convenient mode of attaching the brakes 
inside the wheels, except from the sand plank, where the 
vibrations are so great as to render the attachment of them 
somewhat insecure. 

Without wishing to declare an opinion that this truck’is in 
all respects a perfect one, I nevertheless wish to call attention 
to the fact that it does possess special advantages for the 
application of brakes; and also that it will admit of the sub- 
stitution of larger wheels, whith are sure to come into use in 
the near future. : 





The adoption of this plan for a truck by so important a 
road as the Boston & Albany, is evidence that in the judg- 
ment of the managers of that line it is one of superior merit; 
and if it should be found that it has no greater disadvantages 
than those of the diamond truck, now commonly used, the 
advantages I mention with refereuce to the use of the brake 
apparatus ought to make it the standard freight truck of the 
future. 

I quite agree with your suggestion asto the substitution of 
iron brake-beams for those of wood. The flexibility of 
wooden brake-beams is a great objection to them when their 
important function is considered ; and their liability to break 
into two or more parts while the train is in motion, and so 
cause a wreck, is another sufficient reason for discarding 
them. Theoretically, the brake-beam ought not to yield any 
more than the friction-block of the brake. 

Gro. WESTINGHOUSE, JR. 





Meeting of the American ‘Institute ot Mining Engi- 
neers. 





To THE EDITOR OF THE RAILROAD GAZETTE : 

The average St. Louis citizen probably reasoned in the fol- 
lowing manner regarding our meeting at their city: ‘‘ We 
have had the strike on the Gould system, we have also 
weathered a base-ball convention, the Triennial Assembly of 
Knights Templar, the procession of the Veiled Prophets, our 
own Exposition, and the absence of General She:man, who 
left us because he couldn’t wash his sidewalk ad libitum, and 
we certainly can stand the Mining Institute.” Certainly St. 
Louis, so far asthe Mining Engineers were concerned, fol- 
lowed Pooh-Bah’s acvice to the Lord High Executioner, and 
did it well, 

The first business in o1der was an ** iaformal ” reception at 
the St. Louis Museum of Fine Arts, where an address of wel- 
come was delivered by Mayor Francis, who told us how glad 
they were to see us, and what good fellows we were. Our 
Bostonian President responded in the cultured language of 
his home, and, as he always does, said the right thing. A 
treatise on Natural Gas, by Mr. Ashburner, of Penn 
sylvania (-vho appeared through the ‘‘intelligent compositor” 
before the public the next day as ‘‘Ashbummer”), opened the 
proceedings. As natural gas is the dream of all St. Louis 
people, and much money bas been spent in the endeavor to 
find it here, Mr. Ashburner’s remarks were full of interest 
to his St. Louis audience, especially that portion wherein he 
stated that the quantity flowing from the explored Pennsyl- 
vania sands was two or three times greater than the de- 
mand, Prof. W. B. Potter, of Washington University, St. 
Louis, showed what had been done in exploration for gas near 
St. Louis, and stated that Pittsfield, 50 miles northwest, had 
two wells from which that town derived its light and heat. 

The next day busivess began in earnest, and the first regu- 
lar paper of the session was presented by M. E. Walsh, Jr., 
on the Irregularities of the Blast Furnace Process and a 
Practical Way to Avoid Them. He illustrated his idea by 
comparing the various blast furnaces of note, showing sec- 
tions of them, and offering his plan for a standard one, 
which in many features corresponded with the lines of the 
Clarence and Ormsby furnaces, especially at the bo-hes. 

Dr. Rossiter W. Raymond, the Secretary, then read his 
paper on * Indicative Piants,” showing that certain varie- 
ties indicated certain formations below the surface. Thus, 
one plant indicated the presence of water, another salt 
springs, or iron ore, etc. This paper was extremely interest- 
ing and was discussed at length, many members supplement- 
ing Dr. Raymond's statements from their own experiences, 

Succeeding Dr. Raymond came Mr. F. C. Blake, witha 
paper on the Use of Natural Gas in the Coal Blast Furnaces. 
The author is connected with the Pennsylvania Lead Co., of 
Pittsburgh, and contributed much valuable information to 
the Institute. Mr. Freeman then read a paper on the White 
Path Gold Belt of North Georgia, and a paper on the Dia- 
mond Mines of South Africa, by Gardner F. Williams fol- 
lowed, reviewing the history of the Kimberly and De Beer's 
mines, the annual production of the Kimberly being from 
210,000,000 to $15,000,000. He touched on the practices 
of the natives in concealing the precious stones, stating that 
a hungry Kaffir would swallow 60 carats of diamonds, 
What effect this diet had upon the Kaffir, or whether the 
native had a basic lining in his converter, he failed to state. 

Following this came two papers on an Improved Ap- 
paratus for the Manufacture of Sulphuric Acid, by W. 
W. Adams, and on Large rs. Small Charges at Warwick 
Furnace. The author decided that in furnaces of 
moderate dimensions the size of the charges has little 
or nothing to do with its working, and is only a con- 
venience in filling. The gist of the next paper, on the 
Opening of a Chilled Hearth with the Coal-Oil Blow-Pipe, 
by R. H. Lee, Jr., of Lewiston, Pa., was that Mr, Lee 
opened the hearth by the aid of this blow-pipe in a quick and 
successful way. Prof. C. H. Hitchcock foliowed with a 
geological map of the United States, which met with Mr. 
Ashburner’s approval. 

The same night 65 applicants for membership were legis- 
lated into the Institute by the railroad process of the Society, 
viz., that the Secretary cast the entire ballot. It is true the 
names had been passed by the Council, but the method isa 
bad one, and serves to weaken the interest in the Institute. 
Numbers are not the only consideration to be taken into ac- 
count in such bodies. 

Prof. W. B. Potter, of Washington University, then made 
a most interesting lecture on Iron Mountain, its cbharacteris- 
tics, the variety of the ore and its various positions, illustrat- 
ed by colored charts and some excellent photographs, It 
was one of the features of the meeting. Next care a paper 


on the Condition of Silver in a Sample of Litharge, by Prof. 





Cc. E. Wait, of Rolla, Mo.: and the last paper read at the 

















































































































































































































































































































































































































788 


THE RAILROAD GAZETTE. 





| NovEMBER 19, 1886 














session was that of Prof. B. W. Cheever, of the University 
of Michigan, on the Two Conditions of Phosphorus in. Iron. 
A number of papers were read merely by title. 

THE EXCURSIONS. 

On Wednesday a jolly party assembled at the lron Moun- 
tain Railroad station and at 7 a. m. (meantime) the train 
started for Iron Mountain and Pilot Knob on a schedule of 
47 miles an hour. At Summit, 63 miles distant, the party 
were transferred to gondola cars with pine-board seats, for a 
short ride over the narrow-gauge road of the St. Joseph & Des 
Loges Co. This was a most charming trip, the day being all 
that could be desired, and the scenery lovely. The ties are 
laid as nearly on the original surface of the ground as was 
possible, and the road runs up and down hill with the great- 
est facility, and so do the cars on it. It answers the com- 
pany’s purpose, and is, so far, a success. 

This St. Joseph Lead Co. works three mines. The ore is a 
galena associated with pyrite, and is worked to a depth of 
250 ft. It requires considerable handling, as may be judsed 
from the plant of one 800-ton mill for concentrating: eight 
9x16 Blake crushers, eight 30 14 Cornish rolls, 8 rotary 
pumps for elevating, and 72 Parsons horizontal plunger jigs. 
The smelting plant is also very extensive. The working 
force consists of 700 men, and the annua! capacity is 10,000 
tons of lead anda small amount of cobalt and nickel! matte. 

The party then, aftera ‘free lunch,” mounted their pine 
boards on the gondolas, and started for Iron Mountain, 
which was reached in a short time. This hill is largely 
worked in open cuts, although we saw one incline and one 
shaft. Hydraulic mining is used on the surface ore and on 
the old dumps. Rock drills of the Rand pattern are used in 
many places, and the employés!bumber about 300, while the 
capacity is akout 200,000 tons. It was stated that 39 mill- 
ion tons had already been mined. Leaving Iron Mountain, 
we passed at Middlebrook the branch running to the quarry 
of the Syenite Granite Co. and soon reached Pilot Knob. 
The deposit here is specular iron ore, 12 to 30 ft. thick. The 
mine has been opened at several levels, and is lighted by 
some 30 electric lights. It employes 700 mn, and its annual 
capacity is 200,000 tons of Bessemer ore. averaging 0.021 
per cent. of phosphorus. 

The following day was devoted to the industries of St. 
Louis in the forenoon, and te its nature] beauties of scenery 
in the afternoon. Prominent among the many industries is 
a comparatively new one, viz., making cathedral glass, and 
one party visited the works of the Mississippi Glass Co., 
where they were surprised at the economy shown in heating. 
and the fine manipulation of the product. The glass was of 
most beautiful colors, great taste being shown in the combi- 
nation of colors and in the delicacy of tints. 

The evening found the members at an elaborate banquet 
at the Southern Hotel. Everything was as usual, or perkaps 
it was more so. Banquets cannot be described ; they must 
be partaken of. 

On the morrow the ‘‘ Spread Eagle” bore some 200 down 
the river to Crystal City, to see the glass rolled and then vol- 
ished. The time passed rapidly, and on the return a most 
elaborate dinner was served onthe boat; and dancing was 
enjoyed foratime. In the evening the St. Louis Club gave 
an informal gentlemen’s reception, and the final act of the 
46th meeting of the American Institute of Mining Engineers 
being completed, the curtain fell amid great applause. 








The Burlington Tests of Train Resistance. 


To THE EDITOR OF THE RAILROAD GAZETTE : 

I read with a good deal of interest your editorial of Aug. 
21 on train resistance as shown in the Burlington tests of 
train brakes. 

I presume the data shown in diagram on page 590 was 
taken from. the dynamometer’s records while getting up 
speed for the brake tests. If this is the case, and the read- 
ings were taken at the different speeds shown, may not the 
different results shown be due to difference in the rate of 
acceleration of speed ? 

In the practical running of trains the resistance may be 
divided into four parts: 1, that due to friction to include 
friction of journal and bearings, flange friction, rolling fric- 
tion (while in contact with rail), and any accidental rubbing 
of brakes against wheels; 2, that due grades; 3, that due to 
curves; 4, that due to the wind or atmospheric resistance. 

In a series of experiments made by me with the dyna- 
mometer to ascertain how these different elements were 
divided, I found that between 2%; and 38 pounds per ton 
would fairly represent the friction at from 12 to 15 miles per 
hour. Grade resistance is positive and exactly determinable. 
Curve resistance varied much with the alignment and eleva- 
tion of the curves, varying from }¢ to 14 pound per ton for 
each degree of curvature at the same speed of 15 miles per 
hour. The air resistance was not very fully ascertained. 
as there are so many contingencies to be taken into account. 

It is very plain that this resistance on a train of box cars 
would be double or quadruple that on a train of gondolas or 
flats of equal length, and also that that resistance does not 
vary whether the cars are loaded or empty. It will also vary 
with a head or quartering wind. 

The force of the atmosphere is about 14 Ib. per foot of 
flat surface exposed, at 10 miles per hour, the surface of 
resistance being at right angles with the current. This 
factor 1g pound will vary somewhat with the size of 
the surface exposed, but with surfaces the size of the end 
of a tox car, say 60 to 70 square feet, it will be about 
eorrect. This would make the pressure against the first 
ear 30 Ibs. at 10 miles per hour, or R = 4 


~ 





Fo: an in- 


creased velocity we have R = S x a S_being surface in 


ing car would be diminished by the car ahead of it about 
half, we may assume, so that for the resistance of a train of 
50 cars we have 49 x 15 + 30, or 765 lbs. at 10 miles per 
hour, but this does not include the friction of the air against 
the sides of the train. On a flat car train the resistance 
would of course be much reduced, while a mixed train of flat 
and box cars would show a largely increased resistance. 
Again, cars running with the doors open would show greater 
resistance, especially with a quartering wind. 

I attempted by an addition of an auemometer with the dy- 
namometer to ascertain what that force would be at the 
various angles, but although I have the cards taken, I have 
never had time to analyze them. 

In these remarks | bave rather run away from the text: 





but to make an application of it, [ would say that in your 
report you do not show any data in regard to the wind and , 
iis direction, only in regard to the Westinghouse train, when 
you Say it was a ‘* dead calm.” a 
181.5 
that any such formula must be entirely unreliable for all 
classes of cars must be apparent. 

With the Western practice of building cars to carry 20 
tons and the better construction of cars and axles, the factor 
for friction per ton has beep very much reduced, as shown, 
so that, instead of 8 Ibs. to represent rolling friction, 3 Ibs. is 


In reference to the formula of R = 4 per ton; 


enough. 
Of course, the trains used in the experiments at Burlington 
were not as well lubricated as they would have been if they 
were being run along on the road without stops, except such 
as are required by through freight service. 

I would give as a formula for box car trains ata given 
velocity upon level tangents : 
R=3W4 


R—Resistance. 

C—No of cars. 

V—-Velocity unit, 10 miles per hour. 

W—Weight of train. 

The traction of a train of 50 cars of 1,600 tons gross weight 
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Johnson Car Door Fastener. 


would be, at 10 miles per hour, 4,800+ 765, or 5,565 Ibs., 
aud 4,800 + 4,685, or 9,485 for 35 miles per hour in a “‘ dead 
calm,” the resistance being increased or reduced in accord 
ance With the direction and force of the wind. 

It was very surprising that there should be so large a dif- 
ference in the resistauce of the same trains, as shown in the 
diagrams, but this is probably due to the bad adjustment of 
brakes, as it does not seem there could be so great a difference 
in the cars due to bad fitting journals, etc. 

F, M. WiLDER. 

| Answering Mr. Wilder’s suggestions in order, the 
train resistance or ‘‘ gravity ” tests were not based on 
dynamometer records at all, but on the very difference 
in the ‘“‘ rate of acceleration of speed” which he thinks 
may have been neglected. So much energy was in 
the train in starting, or communicated by the grade ; 
so much remained in it at various points in the form 
of velocity. The difference is what was consumed by 
the train resistances. This method has the advantage 
of including engine and ,head resistance with that of 
the train, which is impossible with the dynamometer, 
and is likewise more accurate and positive. 

The wind was so light in all the tests that its in- 
fluence was probably inappreciable, and the formula 


re 


to which objection is made R = 4 + 


181.5 
only as the lowest, in each of its separate parts, for 
which any kind of authority could be produced, tak- 
ing engine and car resistance together. This would 
give for a speed of 


was given 


10 m. per hr. 35 m. per br. 
PE OE OU Sine cccg con csonsierrics 4.55 10.72 
For which our correspondent gives 3.49 8 86 


The latter being for the cars only. The correspondence 
is close, but extending the formula of our correspondent 
to 50 miles per hour, we have a resistance for a fifty- 
ear train, of only 4,800 + 19,125 = 14.95 lbs. per ton, 
which we fear is lower than could be realized in prac- 
tice. The only true test is experiment. It has so far 
proved impossible to construct a formula which would 
hold water under all circumstances by analyzing the 
different elements of resistance. The differences be- 
tween different trains at Burlington we believe were 





square feet exposed. But the resistance against each succeed- 


‘ward, and its weight keeps it in that position. 


the wheels, for that was carefully looked after.—Eb1- 
TOR RAILROAD GAZETTE. } 








Johnson Car Door Fastener. 


The device illustrated, manufactured by Walter Johnson 
& Co., of Detroit, Micb., had been introduced in a smal] way 
before the Chicago Railroad Exhibition of June, 1883, and 
was then awarded a medal, but in a quiet way it bas since 
been making pretty rapid progress inte favor, as the follow- 
ing lists indicate, showing the roads and number of cars on 
which it is in use : 








Roads. No. cars, 
Michigan Central eieekisie 13,000 
Phat & Pere Marquette... 2... 2.02. senesesreccecseesees 2,180 
COE UN ince 5 cams sme snggecepee oseaeesqa teen 650 
Uuion Pacific ARTIS 14.674 
I i oe 56 ie aged s Sank aah he eciedthe ae 1,548 
6. Tats Bhd FPR... 0 occcccceccveccece: shpacepe 190 
* Bee Line” (1) .C..C. & L) ee oa 100 
Detroit, Grand Haven & Milwaukee 250 
Rees Cit rere WOON SG Fw 5a Oe a ces 200 
Chicavo & Graud Truak........ ... ..-. 250 
Cotal 32,952 


In the field of fasteners this device is ina sense something 
of a ‘* new departure,” as the majority of fasteners are de- 
signed for the front ed;e of tie door, while the Johnson is 
employed at the rear edge, thus doimg away witb many pins, 
chains, staples, hocks, etc., which are a source of expense, 
and often of annoyance. It will be seen to be compact in 
form, and is designed to be strong enough to withstand any 
sort of usage, being made of malleable iron and having no 
loose parts te become detached and lost. I[t weighs in all 
about 2 Ibs. 

In substance, the fastener is a bolt which passes through 
the door, near the rear edge, projecting 1! in. on the inside, 
and preventing the opening of the dcor by impinging upon 
the rear door-post. This bolt is 3!¢ in. in length and 1 in, in 
diameter, around which is a spiral slot, and having a handle 
315 in. in length. At the end of the handle is an eye for the 
reception of a lock, or sealing-wires, or both. 

The bolt is attached to the door by means of a collar, shown 

in the engraving, corresponding with the thickness of the 
door, and with a flange fer attachment to the outer surface of 
the door, through which are two holes for rivets. A wrought- 
iron pin, passing through the collar and projecting into the 
spiral slot referred to, retains the bolt within the collar ard 
furnishes the meaus for inserting and withdrawing the bolt 
(fastening and unfastening the door). A pin bearing an eye, 
shown separately in the engraving, is riveted on the inside of 
door, the eve being on the outside. To this the handle can be 
locked or sealed, completing the fastener. 
When the door is fastened the handle is left hanging down- 
To unfasten 
the door, the handle is given a three-quarter turn upward and 
to the right, in which position it is again beld by its weight. 
Among the merits claimed for it are: 

It is easily applied to any sliding door, upon old cars as 
well as new ; it is wholly upon the door, and sealing-wires 
cannot be subjected to strain or chafing ; it is operated 
easily and rapidly ; there are no parts to be broken or lost ; 
any number of seals can be used, as the eyes for their recep- 
tion are ‘J in. in diameter—a point of much importance in 
bonded cars passing the frontiers, as it frequently happens 
that when customs officers do not find a place for govern- 
ment seals they make a place by tearing off a railroad com- 
pany seal. Moreover, there keing no danger of breakage, 
there is no necessity whatever of ‘ cleating” a car equipped 
with it. Finaily, the fastening is, we are informed, quite 
cheap. 








Alabama Railroad Commission. 
We have received the following extracts from the fortb_ 
coming report of the Railroad Commissioners of Alabama: 


We herewith give for public information a list of the sev- 
eral applications made to the office of the Secretary of State 
for railroad charters since our term of office commenced: 

Jacksonville & Montgomery; Jacksonville & Carrollton: 
West Florida & Alabama Southern; Tuscaloosa, Mineral & 
Great Northern; Eufaula Southern; Portersville, Bayou 
la Batre & Fernland; Sheffield Terminal; Montgomery & 
Florida; Birmingham & Memphis; Pensacola & Memphis: 
Columbus & Montgomery; Goodwater & Birmingham; Jack- 
sonville, Gadsden & Attalla; Baltimore, Birmingham & 
Gulf; Alabama & Tennessee; Florerce & St. Joseph; West 
Alabama Short Line; Eufaula & St. Andrews Bay. The 
numerous applications for charters for railroads, as shown 
above, gives evidence of confidence in future prosperity, as 
it will be seen that the proposed lines are to penetrate and 
traverse almost every part of the state. This is but the out- 
ward evidence of the inward feeling of hope and confidence 
in a splendid state development, gratifying alike in the 
highest degree to all of our people and to the friends of the 
state. 

The following named railroad companies have organized 
under the law, having paid in their first installments of 
money and elected their several boards of directors prelimin- 
ary to the commenvement of work : . 

Ticatenmate & Florida; Alabama Diagonal; Sheffield Ter- 
minal; Memphis & Birmingham: Pensacola & Memphis 
Alabama & Tennessee. ; 

We have also embraced in this report copies of a few de- 
cisions of the Board in settlement of complaints against rail- 
road companies, and also of those submitted by railroad com- 
panies as would in our judgment tend to show the working 
of a system of railroad transportation in Alabama, aud the 
effect of the Jaw as a feature of regulation applied thereto. _ 

Numerous complaints have been filed with us, coming 1n 
the main frem shippers and others having business relations 
with the railroads, the adjustment and settlement of which 
we have in most cases accomplished, either by correspond- 
ence or personal conference with the general managers Or 
other officers of the roads complained of, without the neces- 
sity of prolonged, expensive and formal trials. No important 
principles of law were involved in these complaints, but they 
were generally issues arising out of misunderstandings be- 
tween the agents of the companies and the shipper, °F 
through some oversight, neglect or mistake of the agent. 

The evidence everywhere to be seen of the growth and 





genuine, and not due to friction of brake-shoes agaiust 








development of our state, and its business industries —- 
premise of a better and more prosperous future. We thin 
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Designed and built by InpusTRIAL Works, Bay City, Mich. 


the railroad prospects of the state are brighter than they have 
ever been. During the past two years the great number of 
applications for charters, and charters actually issued to 
corporations that have organized in accordance with our 
statutes, gives unmistakeable evidence of the confidence of 
capitalists of the country in the future of our state, and in 
the wisdom and integrity of our laws for the protection of 
property. Investments of foreign capital are now being 
made all over the state, showing confidence in our growing 
development and wealth. Our official relations with the 
railroad companies of Alabama have been pleasant. They 
have made no issues with us as to our jurisdiction, aud have 
not in a single instance refused a compliance with any rec- 
ommendation made to them in writing as to the adjudgment 
of the Commission. They bave manifested a respectful rec- 
ognition of the dignity and power of the state. Ina few 
isolated cases there was some delay in making changes 1n the 
mode of operating the road, and conducting its business, after 
receipt of written notice of the changes adjudged to be rea- 
sonable and expedient, but in every such case an immediate 
compliance was promptly made upon advice of the counsel 
and legal adviser to the officer or agent to whom such notice 
had been given. 

The railroad officials, as well as the shareholders of the 
corporations, bave accepted, in good faith, the institution of 
the Railrcad Commission as a department of the state gov- 
ernment, and respect it accordingly. 








Portable Steel Rail Saw=Michigan Central Railroad. 


The question was asked some three years ago by Mr. J. M. 
Toucey, of the New York Central & Hudson River Railroad, 
why a portable steel rail saw had not been designed which 
would cut off the battered ends of steel rails, re-drill and 
straighten them, and thus save the expense of transportation 
on long lines of ruad to a stationary plant. 

At a later date the President of the Michigan Central Rail- 
road made inquiries as toa machine that could be used in 
cutting off the battered ends of some English rails laid on 
the Canada Division of hisroad. The Industrial Works, of 
Bay City, Michigan, who have done some other highly cred- 
itable work in designing special machinery, were requested 
to look into the matter, and finally submitted a design for a 
portable steel rail saw to Mr. J. D. Hawks, Chief Engineer 
of the road, which is illustrated in the accompanying en- 
graving. The design was approved, ard a guarantee was 
made by the Industrial Works that the machine would cut 
100 rails at both ends, and re-drill and straighten 

them. in ten hours. It was from the first a great success, 
and is now cutting from 275 to 300 per day. 

The machine was constructed, and delivered to the Michi- 








Platform. 





Fig. 2,—Plan, 
RAIL SAW FOR MICHIGAN CENTRAL RAILROAD. 


almost constant operation ever since, with little breakage or 
delay. The following isa copy of the work performed by 
the machine during the past three months, as furnished by 
Mr. Hawks: 

RECORD OF RAIL SAW FOR JULY, AUGUST AND SEPTEMBER. 


July. August. September. 
lHoliday 17310 1Sunday 17 444 1412ends 16470 
2352 ends 18Sunday 2300ends 1844 2 380 17 480 
3 2230 16 460 3 350 19 202 3 410 18 420 
4Sunday 20380 4 222 2v 160 4 350 19 Sunday 
5 264 21374 5 360 2 5 Sunday 20300 
6Not run- 6 324 22>unday| 6 440 21 None 

ning 22 378 7 290 24427 7 390 22 510 
7 352 23 3x2 S Sunday 24434 8 400 23 400 
8310 24 352 9 404 25 380 9 500 24 140 
9 350 25Sunday 10 270 26 450 10 420 25 None 
10 400 26 400 11 420 27 442 11 320 26 Sunday 
1tSunday 273828 12 420 28 450 12 Sunday 27 240 
12 »64 23 384 1s Not run- 18 470 2856 
13 >50 29 410 ning 298unday)i4 550 29 364 
14370 30 332 14 380 30 390 15 520 30 50 
15 380 31 570 15 Sunday #1 446 
16 400 16 316 
Average, Average, Average, 
3€1 cuts. 86C cuts. 372 cuts. 
18 rails. 150 rails. 186 rails. 





All rails were re-drilled and when necessary straightened. The 
average is for working days only, and the machine isnow,as we 
say, working up to 300 rails (600 cuts) per day. 

The machine, therefore, which is now in operation at St. 
Thomas, Canada, may be said to have simply demonstrated 
the practicability of the portable plant. About 20 miles 
of re-cut steel has been relaid. 

The problem in the design of this machine was one of ca. 
pacity. For if the necessary speeds, requiring accurate 
alignment of shafting, gearing and belting, were practicable 
on a car at all, there should be also an arrangement of mech. 
anism as to give ease in handling and transferring rails 
from one operation to another, and cause no interference. 
Every movement should be done by the power of the engine, 
to insure rapidity. 

The mechanical arrangement of the machinery is shown ip 
the accompanying plan. In operation, the rail is hoisted at 
both ends by two cranes and deposited on the feed carriage. 
The rail is clamped to the carriage, and fed to the saw by the 
operator on the rlatform. This operation cuts one end, and 
to cut the other, the rail is simply run through on the rollers 
of the other carriage until in proper position for cutting the 
other end. While this operation is being performed another 
rail is hoisted by the cranes preparatory to cutting its first 
end. 

After both ends are cut, itis run on the skidways to the 
line of the doubie-spindle drill, and when drilled at one end, 
the turn-table reverses its position, and the other end is 





an Central Railroad about March 1, 1886, and has been in 


drilled. 


—_ A 


If the rail is straight, the operations are now complete; 
otherwise it goes to the straightaner, and thence to the ground 
or cars. 

To operate this mechanism a high-speed double cylinder 
engine with 229 indicated horse-power is used. Some bigh 
speed gearing transmits the power from the engine to a 
countershaft, to which the pullies of the saw arbor, the dou- 
ble spindle drill, and the rail straightener are belted. This 
gearing has a speed at the periphery of 2,500 ft. per minute, 
Both gear and pinion are accurately balanced, and the form 
of the teeth carefully cut. A belt 16 in. wide drives the ar- 
bor pulley, and has a speed of about 6,500 ft. per minute, 
Tke most successful fusion discs have a speed at the periphery 
of about 2,500 ft. per minute, and with this epeed, a steel 
rail weighing 65 lbs. per yard has frequently been cut off in 
15 seconds, 

Every revolving part of the machine is balanced, otherwise 
no such speeds could be attained on a car. 

The base to which the mechanism is secured, is a mos 
strongly constructed iron car, made of 15 in. |-beams and 
channels. An equal distribution of the weight on the heavier 
end of the car is accomplished by an equalizer truck. 

The feature of portability secured by this machine makes a 
large saving in the expenses of transportation of rails long 
distances, and it may be used on one division of a road, ac. 
complish its work, and be transferred to another. It is not 
intended nor desired to be portable in the sense of being 
moved a mile or two every day. 

For the maintenance of tracks many devices have been used 
at different times. The shop fixture for patching rails, by 
upsetting or otherwise, is now condemned, The operation 
was expensive and unreliable even for iron rails, and is not 
well adapted to steel. Asan advancement, which resulted in 
perhaps the first rail saw used for the maintenance of tracks 
in the United States, Mr. J. T. Clarke, cf the Chicago; Mil- 
waukee & St. Paul, adopted and used successfully a 
peg-toothed saw, which required the rails to be heated be- 
fore the operation of sawing. 

Still later, with the developement in England of the capa- 
bilities of the fusion disc, its adaptability to track work was 
acknowledged, and several of the largest railroads in the 
United States have erected a stationary rail sawing mill, 
using the cold saw, The idea is to erect a plant at some 
central point on a line of road, and bring the battered rails to 
this point for cutting. 





The portable saw as shown above, from its compactness of 
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DOUBLE-TRACK ONE-ARMED DRAW-BRIDGE, STATEN ISLAND RAPID TRANSIT RAILROAD. 


ALFRED P. BOLLER, Engineer. 


parts, its higher speed and more direct application of power | tude of bridges are small ones, and in the aggregate they are | back to the permanent work on the pivot side of the girders. 


to the saw arbor than is attained in a stationary plant, is 
cheaper, has accomplished more work than any other of 
which we have record, and saves long transportation of 
rails. Mr. J. D. Hawks, who was largely instrumental in 
bringing about the construction of the machine, and who 
has carefully looked after its working since, is more than 
pleased with it, and speaks in the highest terms of its prac- 
tical value. 








Double-Track One-Armed Draw. 


In these days of great bridges, small ones are apt to be 
passed over as not worthy of study, and yet the great multi- 


yet far more important, as respects good design of details, | In many if not in most of these bridges the girders fold buck 
than their larger congeners. This is more particularly true | on cach other (hence the term ‘“‘ jack-knife draws”), which 
}of draw-bridges—a nuisance at best, and more or less of an | prevents the use of diagonal and lateral and transverse 
| anxiety to any railroad that is forced to use them. On the | bracing, or of cross-ties—hence a lack of unity and rigidity 
| coast and along the lakes of the United States are multitudes | ensues, dangerous to high speeds, 
| of small waterways crossed by railroads that must be kept In all such bridges, the end thrust on the lower pivot and 
| open, even if used only by a single daily oyster shallop. Such | the cross pull on the upper pivot are very great, and number- 

openings run all the way from 15'to 40 ft., and have called | less devices have been tried ‘‘ to reduce” the friction and ease 
|into existence a class of cheap draw-bridges, composed es- | up the working of the draw, with varying success. Thereare 
sentially of a pair of girders, pivoted at one end and sup-/ very few but require a good deal of tinkering or which get 
ported at the other by means of rods attached to shear-poles | along with less than two men to operate them, if of any size. 


jor other frame work, spread for passage of trains and guyed| The design illustrated in this number of the Railroad 
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Gazette is intended to obviate these difficulties by affording 
an easily worked and simply detailed double-track draw for 
a 40 ft. waterway which shall be well braced and durable. It 
was designed and built by Alfred P. Boller, of New York, 
for the Rapid Transit Railroad Co., at Port Richmond, 
Staten Island. It iseasily operated by one man, and the 
parts were designed with the particular purpose of reducing 
friction andrepairs toa minimum. The girders are in pairs 
under each track, each pair being braced together with the 
usual diagonal bracing, the track being supported on cross- 
ties. The pivot end of the girders consists of a hemispheri- 
cal cast-iron pivot8 in. diameter, while the upper pivot, to 
which the rods supporting the free ends of the girders are at- 
tached, is of wrought iron 5 in. diameter, forged with a cross- 
head. This pivot bears against the sides and bottom of a 
brass-lined cast-iron socket, securely fitted to the heads of 
the shear-poles, to which castings the anchor guys are at- 
tached. 

The operating pinion is in the centre bet ween the tracks, and 
throws either wing out to the left and right respectively by 
means of the gears and rack segments attached to the ends of 
the girders. The free ends come upon a pair of sheaves at- 
tached to the permanent work, and the tracks are locked by 
an ordinary lever device, operated by the draw tender, near 
the turning handle. The permanent work is all wood, the 
pivot piles and platforms having been put in with the greatest 
accuracy, and securely braced to the approach trestle and the 
up-and-down fenders. The anchor piles are of oak, driven 
as shown, and so spurred into the permanent work as to 
produce no appreciable cross-bending on the piles. 

It is of the utmost importance in bridgesof this character 
that the axis of the upper and lower pivots should be main- 
tained in its true vertical relation, during all positions of the 
girders, which cau only be done through an unyielding per- 
manent work, which, when of wood, must be effectively 
braced in all directions and no false economy practiced in 
saving a few piles. This seemsto have been the aim in de- 
signing this structure, the drawings of whichare so complete 
that any more detailed description seems hardly necessary. 








Fay’s Combination Dimension Planing Machine. 


The accompanying illustrations represent a combination 
dimension planing machine lately introduced by Messrs. J. 
A. Fay & Co., of Cincinnati. 

This machine is a combination of the Daniels and Wood- 
worth planing machines, and can be quickly changed from 
one method of planing to the other. It is made to plane 24 in. 
or 30 in. wide, as may be wanted, 1s particularly well adapted 
for planing out of wind, surfacing, etc., as the surface pro_ 
duced is similar to that of the ordinary surface planer, and 
perfect enough to be used for glue jointing. 

The cylinder is lipped with steel, carries three knives, and 
runs in long patent self-oiling bearings, and the parts most 
liable to wear are constructed of iron and steel. It is sup- 
ported in its frame upon two standards having planed sur- 
faces, upon which it is gibbed_and moved vertically, and at 
an angle, to retain the belts at the same tension. The cylin- 
der frame is elevated by two screws, by means of a hand 
wheel. There is a pressure roller each side of the cylinder, 
which holds the lumber solidly to the platen, or they can be 
lifted up so that there will be no pressure, when planing di- 
mension stuff or lumber out of wind. 

The machine when fitted with the feed roller attachment 
for surface dressing, embodies the essential: peculiarities of 
the Woodworth surfacing machine. The makers state that 
it will plane out of wind three times as fast as the Danicls 
planer. The machine 1s constructed to suit any length of 
stuff which it is desired to work, and the cylinder basa 
vertical adjustment, sufficient to allow stuff upto 24 in. 
hick to be dressed out of wind. The platen is furnished 
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COMB'NAT:ON DIMENSION PLANING MACHINE, 
Made by J, A. Fay & Co., Cincinnati, Ohio. 


with the necessary dogging apparatus for securely holding 
the stuff, so that with one motion it is firmly secured to the 
platen. 

The feed-rolls, when not in use, are quickly moved back 
out of the way on planed slides, The rolls are connected by 
expansion gearing, and take in lumber up to 4 in. in thick- 
ness; when used for surface planing, the table is placed with 
its end under the cylinder and pressure-rollers, and has a 
heavy plate for lumber to pass over as it is being planed. 

The feed works for the platen have two changes of speeds, 
and the machine is so arranged as to surface while the platen 
moves either forward or backward. The friction reversing 
lever for the return movement is in the most convenient 
position for the operator. 

The feed works are protected from dust, and all the bear- 
ings arranged with large oil cavities to insure perfect lubri- 
cation. The machine is made throughout in a very dur- 
able and substantial manner. Two classes of this machine 
are made, for heavy and light work. 








Railroad Supplies for the Union Pacific. 





The Union Pacific Company, as is well known, has for several 
years adopted the plan of asking for bids from manufact- 
urers and dealers for the supplies used in the operation of its 
road. This plan has worked so well that it is to be con- 
tinued, and the advertisement calling for tenders for next 
year’s supplies bas already appeared in our columns. As a 
matter of interest, showing the great variety of articles re- 
quired on a railroad, we reproduce below the list of articles 
which the company expects to need during the year; the list 
does not differ essentially from that which would be fur- 
nished by any other road of large mileage: 

The Union Pacific Railway Co. invites tenders for its whole 
a of the following articles‘ for one year, deliveries to 
a an. 1, 1887, or before, at its option : 

xles, steel, as per specification No. 209. 

Brass and brasses, locomotive and car. 

Babbitt, as per specification No. 231. 

Barrows ap trucks, all kinds. 

Belting, leather. 

Brick—common, fire and pressed, engine and cupola arch. 

Brooms. 

Brushes, paint, all kinds. 

Candles, coach, 

Castings for Kansas Division. 

Castings for Kansas Central. 

Cement—Portland, Utica, Kansas, Louisville, Milwaukee. 

Clay, fire. 

Crucibles. 

Copper—ingot, sheet and bar. 

na, goods, as per list to be furnished on application. 

iles, 

Frogs and Head-chairs, as per blue-print furnished on ap- 
plication. 

Forgings, Iron and Steel. 

Flues, Boiler, as per specification No. 207. 

Fittings, Pipe and Steam. 

Grenades, Hand Fire. 

Glass—Common, Plate, American and French, Embossed, | 
and Mirrors. 

Handles, Toc], 


cation. 
Injectors, for Locomotive and Stationary Boilers. 
Iron—Stay Bolt, Common Bar and Sheet, and Russia Sheet. 
Leather—Harness, Sole and Lace. 
Lighting Material. 

wn and Pins, Coupling, as per specifications Nos. 212 and 


Locks, all kinds. 

Lubricators, Sight Feed. 

Lumber—Oak, Colorado Pine and Oregon Fir. 

Netting, Steel ‘Wire 

Packing. Miller's Soapstone. 

ats Oak, Pine, Cedar and Fir, as per specification No. 


Pipe—Iron, Wrought and Cast. 
and Cedar, Fence and Stockyard. 





Rivets—Burden’s Boiler and Tank. 





| 


Headlights, U. P. Standard; blue-prints furnished on appli- | 























Roofing—Car and Building 
Tron. 

Rope—Manilla and Wire. 

Rubber Goods—Hose, Belting 

Sandpaper. 

Scales—Track, Platform, Counter, Letter, Steelyards, 

Saws, all kinds, 

Steel, Bar and Sheet. 

Screws, Wood and Lag. 

Springs, Steel, Car and Locomotive. 

Switch Stands. 

Soap. 

Solder, Tinner’s, half-and-half. 

Ties, Bridge and Switch, Oak. 

Tiling and Sewer Pipe, all sizes and weights 

Tires, Locomotive, Steel. 

Tinware, as per list, to be furnished on application. 

Tools, Track ard Shop. 

Tubing, Copper and Brass. 

V eather Strips, Metalic. 

When possible, samples of material offered should accom- 
pany tenders. When this is not practicable, some graphic 
representation of articles in question should always be sent 
with bid. 

Axles, Babbitt, boiler flues, links and pins, piling and gas- 
pipes must conform to company’s printed specifications. 
All other material to be subject to such inspection and tests 
as the company may require. 


. Galvanized and Corrugated 


. Packing, ete. 


The New England Railroad Club "on 1 the Intercharge 
Rules. 


At the regular meeting of the New England Railroad Club, 
Nov. 10, Vice-President Lauder presided, and 65 members 
present. The discussion of the Interchange Rules was con- 
tinued. 

It was voted, as the sense of the meeting, that that portion 
of the 11th clause of an unofficial interpre ‘tation of the rules 
recentiy prepared to assist inspectors, reading as follows, 

‘or when brake shoes are worn down to bolt bead or key 
bolt (when head and shoe are combined), they shail be con- 
sidered worn out and rejected,” should be stricken out. 

The CHAIRMAN: The first part of Clause 14 is as follows : 
** Brake beam fulcrums (cast iron) se cure -d by 2 bolts and 
nuts to brake beam, when casting is cracked, reject.’ 

Mr. SovLe: Nuts holding the boits of the lever are 
often cracked, leaving the bolts and castings intact, and such 
cracks do not affect the safety of the car sufficiently to throw 
it out, when loaded. 

Mr. Apams: A new one can be put in in five minutes. 

Mr. SovLeE: There is but a small space there for a man 
to work. With inside brakes on, a man has to lie on the 
track and reach up behind; and I wouldn't care to send a 
man under a train to do that work, and besides it entails de- 


la 

Yr. Apams: The fulcrum might be in a safe condition, but 
I am in favor of having everything sound. I don’t believe 
in broken irons of any desc riptio mn. 

Mr. CHAMBERLAIN: I think if that is cracked through there 
(illustrating), the fulcrum would be affected, and the ten- 
dency would be to loosen the bolts and crack the iron where 
the bolt-hole is. Such cars, if passed, would never be re- 
paired, some rod would finaliy pull out, and a new casting 
must be put in. 

Mr. ApaMs: A broken iron is weakened. We should keep 
the cars in the best possible order, and not to allow cars to 
run which are not~-in good order. This idea of stopping 
freight and blocking the way has been a great bugbear with 
many peuple, but the general officers believe that it is of the 
first importance to have our cars in good order and sound 
condition; and that this will fac ilite ite the movement of freight 
very largely; but if we leave them at loose ends, and let this 
and that and the other thing go, we are entailing upon the 
transportation department those difficulties which obstruct 
the rapid movement of cars. 

Mr. BLACKALL moved that the portion of Clause 14 
under discussion should be stricken out. Defeated. 

The CHAIRMAN: ** The remainder of Clause 14 is as fol- 
lows: Wrought iron fulcrum to be secured by nut lock vr 
jam nut.’ 

Mr. SOULE : Suppose a car came along with one nut on ? 

Mr. ADAMS: It is a short job to replace these nuts. A man 
can put ov one in balf a minute. 

The CHAIRMAN : Clause 15 is as follows: “* Brake connec- 
tion (lower) secured to brake beam with one nut each side of 
beam, secured to bruke lever with key bolt and key (upper) 
secured to lever with either book or key bolt and key, and to 
chain connection by hook. Inside brakes, the lower conne>- 
tion must be straight, the same cunditions observed when 
brakes are applied to both trucks.” 
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If I understand this clause rightly, it means that if these 
brake connections are nct secured in the manner described 
here, the cars are to be rejected. 

Mr. Apams: That is the intention. 

The CHAIRMAN : In what other way could they be secured ¢ 

Mr. Apams: Many have no nut on the inside of the beam, 
and consequently the nut on the outside has nothing to hold 
it tight, and it rattles loose and the brake connection pulls 
out. 

Mr. Hitcucock: We don’t experience that trouble. I 
move to strike out the words ** each side of beam.” We al- 
ways put a jam nut on the outer end in our cars. 

he CHAIRMAN : It is moved that the words *‘ each side of 
side of beam” be stricken out, and a nut with a jam ut, 
the two nuts checked together on thegend of the connection 
= be substituted for the arrangement indicated in the 
clause. 

Mr. Apams: We put double brakes on all the cars we 
build at present; and a majority of car builders believe that all 
ears should have brakes on both trucks, because a tram can be 
handled more easily, and the wheels are not so liable to slip. 

The CHAIRMAN: We put brakes on all the wheels in our 
new cars, 

Mr. Hitchcock’s motion was not seconded. 

The next clause of Rule 3 is m, as follows: ‘‘ Brake wheels, 
step ladders, or running boards in bad order, or insecurely 
fastened.” The interpretation of this clause is as follows: 
**Ruuning board must be sound, and securely fastened to 
roof of car.’ Roof grab-irons, ladder handles on the side of 
the car, sill steps, ladder sides, rails and ladder rounds al! to 
be sound, and securely fastened to car body by either bolts 
or coach screws.” The question is asked, ‘* Would you fasten 
the ladder handles to a car with coach screws ?” 

Mr. ApAMs: Yes; if the coack screw is of proper size and 
length. A suitable coach screw is as secure a fastening as is 
a bolt, if put into good sound timber of good thickness, and 
in many cases better, because sometimes a nut will get lost 
off and the bolt come out. In securing iron to wood, the 
wood will shrink and Jet the nut loose, while the screw will 
hold. _ If a ladder round is properly put on it will hold better 
with a screw than a bolt. 

A running board is not securely fastened by tin cleats 
nailed on and soldered to the roof. Every running board 
should be fastened by a No. 20 lag screw going into the ridge. 

The CHAIRMAN: ‘The next clause of Rule 3is x: ** Draw- 
bars or attachments in bad order.” 

On motion of Mr. ADams, it was voted as the sense of the 
meeting, that the interpretation of clause n of Rule 3 in re- 
lation to drawbars or attacbments in bad order. as set forth 
by the Boston & Albany and New York Central, should be 
adopted. 

Tne CHatRMAN : The first clause of the interpretation un- 
der this head is as follows: *‘ Diawbars (wrought) when 
broken off outside of tenons, or cracked or broken in the 
opening of face plate, or in the angles of the pocket, or 
throrgh rivet holes. or when filling is gone. (Cast) when 
cracked or broken through pin-hole, or back of head, or when 
bolt; or rivets gone when wrought pocket is used, reject.” 
on. Hircucock: Thousands of cars run without any 

ing. 

Mr. MARDEN : It depends upon the size and strength of 
the straps that the filling is put into. We passed a car where 
it was doubled up, the two straps near together, on account 
of the filling being gone. If the straps are of sufficient 
strength in themselves to resist the pressure, they might be 
safe enough torun with ; but I have never seen a wrought- 
iron drawbar$ thas was strong enough itself without the fill- 
ing. It might do to send the cars to their destination if in 
fair condition when received. 

Clauses 2, 3, 4.5, 6 of the interpretation of Clause n of 
Rule 3 were read by the Chairman, and passed without dis- 
cussion. 

The CHAIRMAN: The 7th Clause is as follows: ‘‘ Draw 
timber rejected when split or broken through bolt holes, and 
will be accepted with one draw timber bolt gone, when the 
remaining bolts are in good ccndition. When down, allowing 
a space of 3¢ in. between the same and the draw sill. reject.” 

Mr. SouLe: They frequently shrink more than %¢ in., and 
cannot always be screwed up, as the timber must be cut off. 

Mr. ADAMS: The draw-sills are not in proper condition if 
down 3¢ in. It would not shrink quite as much under the 
end timber, and would pass if you get it up to within 4 in., 
but the bolts must be screwed up. 

Mr. FLETCHER: Would you reject a car, built with green 
timber and the bolts rusted in tight? They cannot be tight- 
ened when the car is loaded, and if rejected there will be a 
block all through the country. Such a car should be put in 
order, but it cannot be done on the track. 

The CHAIRMAN: The Boston & Albany and New York 
Central roads interpret the Master Car Builders’ rule in re- 
gard to drawbars or attachments in bad order to mean that 
a dratt timber settled down from the draf sill so as to 
have a space of 3¢ in. between the two is in bad order and 
should be rejected. 

Mr. Apams: This rule probably did not contemplate the 
matter of shrinkage; a great many cars come with broken 
draft bolts, and the draw stick gets down from that cause. 
That undoubtedly was mainly the thing to be covered here, 
and they could not make a rule to cover that absolutely and 
nothing else, and so fixed the space at 3¢ in. 

Mr. Sous: It would be better to specify how many bolts 
should be there, than bow many may be gone. 

The CHAIRMAN: Thatrule and interpretation cannot be 
improved, because cars differ so in construction. They have 
been very lenient in allowing %¢ in. space before rejection, 
because a loose draw, though a slight defect, may cause the 
whole rigging to be pulled out. The draw rigging should be 
kept in first-class condition, or rejected. 

Slause 8 was read and passed by without discussion. 

The CHAIRMAN: Clause 9 is as follows: *‘ Drawbars that 
have wrought iron guides bolted to plank (called perch 
plank), secured to car y by a king bolt passing through a 
wrought iron strip that is bolted to the plank, and wrought 
iron carry iron in the form of a yoke bolied to end sill, will 
be reejected. 

Mr. TaYLor: Many northern lines are trying to get rid 
= that kind of drawbar, and have agreed to keep them at 

ome, 

The CHAIRMAN: They are mainly old roads in New Eng- 
land, old equipment built with the loose or perch drawbar, 
and are not worth new draw sills. 

Mr. Apams: We have many such cars. We decided, two 

ears ago, not to offer for delivery or receive any car with a 

oose drawbar. 

The CHarRMAN: The interpretation in regard to Ames’ 
drawbar is as follows: ‘‘ Ames drawbar must be free from 
cracks or breaks, secured to wrought pocket by two bolts or 
rivets, with pin, link, trunion. lever and chain, all to be in 
place and secured according to original construction.” 

On motion of Mr. Hitcucock, it was voted to reject this 
interpretation of this portion of Rule 3, on the ground that 

he point is covered by Rule 2. 

President Marden here took the chair. 

Clauses 0, p, q and r of Rule 3 and the interpretation of the 
latter were read and passed by without discussion. 

The PresIpEnT: Clause s of Rule 3 is as follows: ‘‘ Special 
or general defects of bodies or trucks which render cars un- 
safe to run.” 





The first and second clauses of the interpretation of Clause 
8 were read, but not discussed. 

The PRESIDENT : The 34 clause of the iuterpretation is as 
follows: ‘* Body bo ster side bearings, when cast iron, must 
be in place and secured with two bolts and nuts; if wrought 
iron, with two coach screws or dog nails. 

Mr, BLacKaLL: Enforcing that third class relative to 
two bolts on the side bearing would stop nine out of ten cars 
on some of our western roads. 

Mr. ApaMs : Every possible means should be taken to dis- 
courage the use of such cars, or wrecks will ensue. Ata 
meeting of the general officers of the New York Central 
with the general officers of the Boston & Albany, they 
pledged themselves that the rule should be observed by each 
of those companies. We may make some concessions in ex- 
ceptional cases. 

Jnder the head of Trucks, in Rule 3, the interpretation 
(six clauses) was read and by without discussion. 

The PRESIDENT : Rule 4 is as follows: “A car with de- 
fects which do not render it unsafe to run must be accepted, 
but in such cases the company to whom such car is offered 
may require that a defect card shall be ri oe A attached to 
the car, preferably on the inside of cross-tie timber.” 

The interpretation is as follows: Cars that have old defects 
for which no provision has been made in the interpretation of 
the rules wiil be passed under check and notation, the receiv- 
ing road to furnish the delivery road a copy of the same. All 
new defects must be carded as per Rules4and5. Norepairs 
will be made to a car so carded, unless absolutely necessary 
to return it in safety to the road applying the card.” 

Mr. Doran : There have been objections made by different 
railroads to applying cards, and I think the point is well 
taken, especially in regard to old defects. 

Mr. Apams : We have adopted the plan indicated in the 
interpretation of Rule 4, but I don’t believe in it. 

Mr. Doran: We pass about 50 per cent. of the cars we rc- 
ceive under notation. Last year we received 300,000, and 
delivered 50 per cent. of them. We have 15 inspectors. I 
found in the mouth of June that of 15,000 cars that went 
from Albany in apparent good condition, when they reached 
North Adams junction, we had to repair 10 per cent. of 
them before they went on to the Middle Divi-ion: and of the 
west-bound, we had to repair 20 per cent. of 14,000 odd 
before they came to Albany; and when they reached Aibany 
the New York Central threw out 50 per cent. 

Rules 5 and 6 were read, but not discussed. 
accepted. 

The PRESIDENT: The next is Rule 7, under the head of 
DEFECTS FOR WHICH OWNERS ARE NOT RESPONSIBLE, as 
follows : ** Roofs lost from cars on account of faulty con- 
struction shall be replaced at the expense of the owners.” 

The interpretation is as follows: ‘* When carsare delivered 
with defects as named herewith, they should be classed as 
ordinary wear, and received by owner, when there has been 
no evidence of severe usage. Ist. Brake heads or shoes worn 
out. 2d. Pedestals cracked. 3d. Centre plates broken 
through plates or ring. 4th. Column guides and column 
castings broken as shown in paragraph 2 of trucks. 5th. 
Bolster and spring planks broken. 6th. Truss rods on trucks 
and body broken. 7. Bolsters and journal box springs 
broken. 8tb. Spread trucks, 9th. Loose deadheads.;: 10th 
Loose sheathing in side of car. lith. Loose tin or board 
roof. 12th. Endsof car bulged out. 13. Cars low of trucks 
when wheels come in contact with intermediate sills.” 

Mr. Lauper: As I understand this matter, what is 
printed after Rule 7 is not an interpretation of that rule, but 
simply an agreement between the Boston & Albany and New 
York Central roads. 

Mr. Apams: This printing in italics or between inverted 
commas is an agreement between the roads, 

The PRESIDENT: I understand that if we agree to the in- 
terpretations here given, we adopt them as the sense of this 
meeting. 

Mr. LAUDER: Yes, sir; for the guidance of the Master Car- 
Builders’ Association at their next meeting. 

Mr. ApAMs: Our General Superintendent told me yester- 
day that having sent these books containing the rules and 
interpretations to the various roads which connect with ours, 
he had received answers from six or eight superintendents, 
expressing themselves satisfied with them, and saying they 
would apply them on their roads, 

Mr. Lauper: The action we take in this discussion will 
have quite an important bearing on the action of the Ex- 
ecutive Committee of the Master Car-Builders’ Association 
at their next meeting, with reference to revising their rules. 
Meanwhile, I don’t understand there is any objection so any 
road adopting any of the rules and intepretations as printed 
here. 

The PRESIDENT : What we desire is the sense of the mem- 
bers of the club in regard to the interpretation of the rules. 
I would ask Mr. Adams, in case he makes repairs of defects 
noted after Rule 7, if he would charge the expense to the 
owners ? 

Mr. Apams: We are allowed to by the rules of the Asso- 
ciation as to roofs, but as to the other items I don’t think we 
would be justified in so doing. 

The PRESIDENT: Take the 11th clause, ‘‘ loose 
board roof.” 

Mr. ApAms: We should probably tack it down with some 
shingle nai-s, and let the car go home. It comes under 
natural wear, which we don’t consider ourselves responsible 
for. 

Mr. Doran: When this matter was under discussion at 
West Albany, it was considered that these items after Rule 
7 specified defects which were the result of ordinary wear, 
and the cars should be accepted when returned to the road 
owning them, the mileage received being sufficient compen- 
sation. So far as the entire interpretations are concerned, 
they are a matter entirely between the. Boston & Albany and 
New York Central roads ; if other roads adopt them they 
have made some headway. 

Mr. Hitcucock: I thbirk it important to define 
ordinary wear is. 

Mr. LAUDER: We ought to take some action toward rec- 
ommending the Executive Committee of the Master Car 
Builders’ Association to formulate some rules that would 
cover this point here, where certain old defects here specified 
are manifestly caused by usage, ordinary wear ; and that 
such cars should be received back by the owners. 

Mr. ApAms : My understanding was, when the discussion 
of this matter by the Club began, that when these interpreta- 
tions were read in connection with the rules, if there was 
no objection to them, it should be considered as the sense of 
this club that they were correct. I move that this Club 
recommend to the Executive Committee of the Master Car 
Builder’s Association the embodiment in their rules of what 
is appended to Rule 7 as printed, viz.: the paragraph relating 
to the delivery of cars with defects and the 13 items or 
clauses specifying various defects. Motion adopted. 

Rules &§ and 9 were read but not discussed, but were 
adopted. 

The PRESIDENT: Rule 10isas follows: ‘ Loose wheels 
may be replaced. or wheels out of gauge may be refitted, and 
charged to owners.” 

Mr. LaupER: That rule might be made to read, ‘‘ Loose 
wheels may be replaced, or wheels out of gauge when re- 
jected may be refitted by the read offering the cars for in- 
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Mr. ADAMS: Any road that accepts wheels out of gauge, 
perhaps 14 in. wider than the limit of gauge allowed, should 
put them in order before it asks another road toaccept them. 
Mr. LAUDER: We should refuse to receive a car with 
wheels out of gauge. 

Mr. Adams: These offering the car have tke advantaye. 
They say ‘‘ There is your freight ; we have delivered it. The 
law would compel you as a common carrier to receive that 
freight.” 

Mr. LAUDER : 
bar gear ? 
Mr.Apams: Ifthey have got it to a point where you 
ordinarily receive freight, you have got to receive it. 

The PRESIDENT: You are right about the laws of common 
carriers, but our rules provide that the road shall deliver the 
cars in good running order. I think this matter of the i 
ceiving road being obliged to transfer the treight is all 
wrong. 

Mr. ApAms: I thinkifa contract is made in Portland, 
Me., to deliver freight in Chicago, that contract will hold th: 
parties to deliver that freight. and if any one blocks the way 
and don’t receive it, the law will hold him responsible. 

The PRESIDENT : I understand that is the law of common 
carriers, but I think the law is wrong, that the receiving 
road shall transfer the freight. It givesa road a chance to 
keep and run its cars in poor condition. 

A letter from the Secretary of the Western Railroad Club 
to the Secretary of the New Engiand Railroad Club was 
read and placed on file by vote of the club. 

On motion of Mr. Curtis, amended by Mr. Lauder, it was 
voted that a committee of three, consisting of the President, 
Vies-President and Mr. Adams, be appointed to attend the 
next meeting of the Western Railroad Ciub at their own ex- 
pense, 

Rules 11, 12 and 13 were read, but not discussed. 

The meeting then adjourned to the second Wednesday in 
December at 2 p. m. 

The subjects for discussion at the December meeting are : 
In the afternoon at 2 p. m., the Interchange vf Cars; in the 
evening, Standard Size of Wheel Centres for Steel-tired Car 
and Engine-truck Wheels. 


Suppose they offer youa car with a draw- 





Interpretation of the Rules of Interchange of Cars. 





In another column we print a discussion which took place 
at the New England Railroad Club on tre Ruies of Inter- 
The Interpretations of the Rules Governing 
the Interchange of Cars are printed in italics below, and the 
illustrations explain clearly the meaning of the interpreta 
tions. The rules not affected by the interpretation are 
omitted. These interpretations are in use on the New York 
Central and the Boston & Albany. 
GENERAL, 

RwtLeE 1.—Each railway company shall give to foreign cars, 
while on its line, the same care us to oiling and packing that 
it gives to its own cars. 
DELIVERING AND RECEIVING CARS AT INTERCHANGE POINTS. 
RULE 2.—Cars must be delivered in good running order, 
and returned in as good general condition as when received. 
(And will be subject to Interpretations as noted herewith ) 

RULE 3.—Cars may be refused for any of the following 
defects : 


change of Cars. 


Defects of Wheels, 

c. Wheels cracked or broken in any manner. (Wheels 
cracked through either plates, spokes, nub or tread, or har 
ing cracks at the base of flange on tread extending mor 
than six inches in length, reject.) 

f. Wheels with flanges chipped, so that they are unsafe to 
run. (Wheels chipped on the flange exceeding two inches ii 
length, or \< inch past the centre of flange, or a continuc 
tion of chips that are \« inch past the centre, reject.) 

g. The determination of flat spots, sharp flanges, thin 
flanges and chipped treads shall be made by a gauge of the 
following form. (Defect guuge to be applied at point wher 
throat of wheel gives 3; inch radius.) 

Defects of Ailes. 

k, Out of gauge or wheels that measure less than 4 ft. 5 in. 
or more than 4 ft. 5!¢ in. between flanges, or less than 
5 ft. 4 in. over treads. 

Cars may be refused if their wheels measure less than 4 ff. 
5 in. or more than 4 ft. 545 in. at the dimension A in 
accompanying tlustration. The dimension PB must not be 
less than 5 ft. 4 in, 

OTHER DEFECTS. 

1. Brakes in bad order, reject, unless following conditions 
are complied with. 

(lst. Brake wheel secured to shaft with nut or key.) 

(2nd. Bottom of brake shaft secured by nut or key.) 

(8d. Brake chain secured to shaft with bolt and nut.) 

(4th. Upper brake shaft bearing properly secured to eu! 
or top of car by either two coach screws or two bolts.) 

(5th. Brake ratchet wheel must be sound, and secured to 
shaft by either key or set-screw ; may be accepted with fou: 
teeth broken, when not more than tivo are connected ; reject 
ed when teeth are worn so pawl is not effective.) 

(6th. Brake pawl secured to brake step, or to upper 
brake shaft bearing, with boit and nut, when applied to 
roof of car, with either bolt or coach screw. The pail 
must be sound and the point effective.) 

(7th. Brake step secured to the two brackets by two bol/s 
in each of the two brackets, secured to car by either fou 
bolts or four coach screws, When brake step is split through 
both bolt holes at outer edge, or when cracked or worn so 
that the bolt is loose holding the pawl, and wiil allow it 
to turn round, they must be rejected.) 

(Sth. Brake shaft step secured to car by either two cr four 
bolts or coach screws. When the draw bar carry trois 
form the step, the two bolts passing through draw timbers 
must be effective.) 

(9th. Brake hanger secured to car body or trucks with t/ 
full complement of bolts and nuts the hanger is drilled tv 
receive; also secured to brake head or beam in a like main- 
ner. In case abrake hanger or brake head that are not 
standard are already applied and are secured as aby 
noted, they will be accepted.) 

(10th. Brake heads must be in condition to hold the sho 
in place when applied.) 

(11th. Brake shoes must be secured to brake head ! 
either key bolt, bolt and nut, or key, as shall be required by 
form of head. When brake shoes are worn down to *4 ti. 
thick in centre they shall be considered worn out.) 

(12th. Brake wheels cracked in spoke, rim or hub, mus! 
be rejected.) 

(13th. Brake beam must be sound, and when hung to 
body, provided with guide irons.) 

(14th. Brake beam fulcrums (cast iron) secured by 2 bolts 
and nuts to brake beum; when custing is cracked, reject. 
Wrought-iron fulcrum to be secured by nut lock or jambed 
nut.) 

(15th. Brake connection (lower) secured to brake becii 
with one nut each side of beam, secured to brake lever with 





terchange, and charged to the owners, 


key bolt and key, (upper) secured to lever with either hook 
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or key bolt and key, and to chain connection bu hook. dIn- 
side brakes: the lower connection must be straight, the same | 
conditions observed when brakes are applied to both trucks.) | 

m. Brake wheels, steps, ladders or running boards in bad | 
order, or insecurely fastened. | 

(Ist. Running board must be sound and securely fastened 
to voof of car, Roof grab irons, ladder handles on the side 
of car sill steps, ladder sides, rails and ladder rounds all 
to be sound, and securely fastened to car body by either 
bolts or coach screws.) 

n. Draw bars or attachments in bad order. 

(ist. Draw bars (wrought) when broken off outside of 
tenons, or cracked or broken in the opening of face plate, 
or in the angles of the pocket, or through rivet holes, 
ov when filling is gone. (Cas') when cracked or broken 
through pin-hole, or back of head, or when bolts or rivets 
gone when wrought pocket is used, reject.) 

(2d. Draw bar stem, rod or bolt, secured back of draw 
bar follower plates by nut er flat key, th-se to be secured by 
vither a ring or spring cotter, When cracked or broken in 
any wan, reject.) 

(3d. Draw bar stops must have ull bolts in, with nuts on. 
When cracked through bolt holes, reject.) 

(4th. Draw bar quides and followers must be in place, 
and free from breaks.) 

(5th. When the spring is composed of two or more coils, 
draw bar springs accepted with one coil broken.) 

(6th. Draw bar carry cron must have two effective bolts, 
one each side.) 

(7th. Draw timber rejected when split or broken through 
bolt holes, and will be accepted with onedraw timber bolt 
gone, when the remaining bolts are in good condition. 
When down, allowing a space of ®¢ inch between the same 

md draw sul, reject.) 

(8th. De:d block wood must be sound and free from 
breaks; castings must be free from cracks through bolt 
holes. and properly secured in place with bolts or rods and 
cuts.) 

(9h. Lraw-bars that have wrought-iron guides bolted to 
plank called (perch plank), secured to car body by the king 
holt passing through a wrought-iron strip that is bolted to 
the plank, and wrought-iron carry iron in the form of a 
yoke bolted io evd sill, will be rejected.) 

(Ames’ draw bar must be free from cracks or breaks, se- 
cured to wrought pocket by two bolts or rivets, with pin, 
link, trunnion, lever and chain, all to be in place and secured 
according to original eestruction.) 

o. Draft sills or draft timber spliced, reject. 

p- Intermediate or outside sills recently spliced in a manner 
not prescribed by the Rules, reject. 

q. Leaky roofs on merchandise or grain cars. (Roof must 
be whole, sound, and securely fastened.) 

». Doors which are not sufficient protection against fire or 
SsLOrms 

(ist. Doors hung from the top must have at least two 
shoes, or their equivalent, to each door. The shoes must be 
in condition to prevent the door from swinging out at 
the bottum, and so placed to p-event the same when open or 
shut.) 

s. Special or general defects of bodies or tracks which ren- 
ler cars unsafe to run. 

(1st. When sheuthing is broken, or holes cut through sides 
or end of car, they wil! be rejected.) 

(2d. When new sheathing is used on side or end of car, all 
letters and figures must be replaced to conform with letters 
and figures of said car.) 

(3d. Body bolster side bearings, when cast iron, aust be 
ia place and secured by two biltsand nuts; if wrought 
iron, with two coach screws or dog naiis.) 

Trucks: 

(ist. Arch bars. pedestal tie bars cracked at bolt holes or 
in the angles, and continuous tron truck frame bent in such 
mtnner as to spread the pedestals, or cracked at both holes, 
reject.) 
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| either side of B, when secured with one good bolt on each 























side.) 

(Column casting will be received broken at A, or the ear 
on either side of the column at B.) 

(3d. A‘/ bolts through arch bars, journal box and pedestal 
tie bar, and through urch bar, column casting and pedestal 
tie bar, must be in place, with one nut on each bolt ; also, 
truck side bearing secured by two bolts in each bearing.) 
(4th. Bolster hangers must be free from cracks; lower 
swing hanger pivot must have keys outside of hanger on 
each end.) 

(5th. Track bolster truss rods will be rejected when rods do 
not pass half way or more through nuts.) 

(6th. Truck transoms broken at swing hanger mortise, 
bolster and suring plank in centre, wheel piece at intersec- 
tion of transoms and end pieces, and end piece at centre or 
end, will be rejected.) 

RULE 4,—A car with defects which do not render it unsafe 
to run must be accepted, but in such cases the Company to 
whom such car is offered may require that a defect card 
shali be securely aitached to the car, preferably on the inside 
of cross-tie timber. 

(Cars that have old defee's for which no provision has 
been made in the Interpretation of the Rules, will be passed 
under check and notation, the receiving road to furnish the 
delivery road a copy of the same, All new defects must be 
carded as per Rules 4and 5, No repairs shall be made to 
a car so carded, unless absolutely necessary to return it in 
safety to the road applying the card.) 

Ru Le 5.—Defect cards shail be 414 inches by 61¢ inches, 
and of the form shown below. They shall be printed on both 
an shall be filled in on both sides with ink or indelible 
pencil. 





(Name of Roud.) 
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Will be received at any point on this Company’s line, with 
the following defects: 
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cross tie timber. 


DEFECTS FOR WHICH OWNERS ARE RESPON- 
SIBLE. 


RvuLE 7.—Roofs lost from cars on account of faulty con- 
structicn shall be replaced at the expense of the owners. 

(When cars are delivered with defects as named herewith, 
they should be classed as ordinary wear, and received by 
owners. when there has been no evidence of severe usage.) 

1st. Brake heads or shoes worn out.) 

2d. Pedestals cracked.) 

3d. Centre plates broken through plates or ring.) 

(4th. Column guides and column castings broken as 
shown in paragraph 2 of trucks.) 

(5th. Bolsters and spring planks broken.) 

(6th. Truss rods on trucks and body broken.) 

(7th. Bolsters and journal box springs broken.) 

(8th. Spread trucks.) 

(9th. Loose dead blocks.) 

(10th. Loose sheathing on side of car.) 

(11th. Loose tin on bourd roof.) 

(12th. Ends of car bulged out.) 

(13th. Cars low on trucks when wheels come in contact 
with intermediate sills.) 


For the remainder of the rules no interpretations are 
added. 








Foreign Railroad Notes. 





(2d. Journal bow, centre pilates, column guides, column 
and truss castings, will be received as shown.) 
(Journa! box will be received with 
Top of Journal bow broken outside of A. 


Front = above B. 
Side 9 say wae 
Buck “ ss ss ; 
(Cars will be received when truss casting is broken through 


A or B, with one good bolt each side of column, when truss 
rod is in good condition.) 

(Centre plate will be received broken outside of A on one 
side, with two good bolts in each piate, ina diagonal posi- 
ton.) 

(Rings on centre casting continuous draw.rods will be 
received broken less than five tnches, as shown at B.) 

(Guide casting will be received broken at A, or the ear on 


Sweden, long famous for its excellent charcoal-iron, is 
| about to have its first Bessemer steel works. Heretofore it 
| has imported its railsfrom England. It has not railroads 
enough to give work to a large Bessemer plant. The state 
railroads bave contracted with the projected works to take 
apout 4,000 tons per year for four years at $28.62 per ton 
for the first two years and $27.28 for the last two, which 
were the prices offered by an English firm. 


One of the older narrow-gauge railroads of Eurupe is that 












































830; the net earnings $12,182, or $1,624 per mile. It is 
more a substitute for a street railroad than an ordinary rail 

road, its freight earnings being less than $1,100. The earn- 
ings per train mile were about 62 cents gross and 24 cents 
net, there being an average of nearly nine trains each way 
daily. 


Aug. ¥ last was celebrated the opening of a railroad in 
Siberia from Jekaterinenburg eastward to Tjumen, 201 
miles, about in latitude 56. This forms an extension of the 
railroad built a few years ago from Perm, on the Kama 
River, southeastward over the Ural Mountains to Jekaterin- 
enburg, only a small part of which is in Asia. 
This line is not as yet connected with the rail- 
road system of European Russia, Perm being in an air- 
line more thar 300 miles northwest of Kasan, the Kama 
River, a branch of the Volga, being navigable between those 
points part of the year; but it is inteaded to build a railroad 
connection between Kasan and Perm hereafter, and westward 
from Kasan to Murom, the present eastern terminus of a 
railroad from Moscow, next year. The new railroad was 
built by the government for the purpose of giving 
work to the starving population east of the Ural Mount. 
ains, but it is likely to have considerable commercial 
importance, being the sole line of railroad communication 
between Siberia and Europe. Tjumen, the eastern terminus, 
is on a tributary of the Irtisch River, as that is of the Obi, 
whose basin is one of the largest in the world. Tjumen is 
about 1,400 miles due north of Merv, the terminus of the 
other just completed Russian railroad in Asia, the trans-Cas- 
pian, 


During the first balf of 1886 the railroads of Austria- 
Hungary carried 26,577,427 passengers, and 33.001,411 
tons of freight, and earned $43,098,242, or $3,111 per mile 
of road, more than three-fourths of which was for carrying 
freight. Compared with last year, there was an increase of 
nearly 1 per cent. in the number of passengers, a decrease of 
314 per cent. in the tons of freight, a decrease of 7!¢ per 
cent. in the passenger earnings, of 5 per cent. in the freight 
earnings, and of pearly 6 per cent. in the total earnings. 
The mileage worked was 114 per cent. more than Jast year. 

The railroads owned and worked by the governments 
earned 3014 per cent. of the total earnings, and the private 
railroads worked by the state more than 19 per cent.,so 
that just about half the earnings were by state roads, though 
it was but a few years ago that the state had no lines of im- 
portance. In Hungary more than three-fourths of the earn- 
ings of the roads wholly in that kingdom were by railroacs 
owned by the state, but only about 1 per cent. by private 
roads which the state works. The whole Hungarian system 
is small, however, its total earnings (exclusive of those lines 
extending over both kingdoms) for the half-year having been 
but $7,728,076, which is exceeded by many single com- 
panies here, and is about two months’ earnings of 





from Turin to Rivoli, in Italy, 74g miles, which has 
been worked for 15 years. The gross earnings of this rail- 
road last year were $31,012: the working expenses, 318.- 


the Pennsylvania Railroad. In Austria, state owner- 
|ship has made comparatively less progress, the gov- 
| ernment roads having earned about one-third of the total 
| of railroads wholly in that kingdom, but the private roads 

worked by the government earned nearly 40 per cent. of 

them. Just about a third of the railroad earnings of the two 
| kingdoms were by roads partly in one and partly in the 
| other, none of which are state roaas (though one of them 
was, long ago), and among these are the greatest railroads of 
| the dual kingdom. The greatest of these earned but $7,122,- 
| 000 in the first balf of this year. a second $5,823,360. One 
| Austrian road earned $4,315,700, but all the other roads in 
both kingdoms are small, none earping as much as $1,500,- 
000. Especially 1s this the case in Hungary, where the larg- 
est earnings of any of the 12 private railroads were less than 
$550,000. 
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EDITORIAL ANNOUNCEMENTS. 











Passes.—All persons connected with this paper are forbic- 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Contributions.—Ssubscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early information of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
in their management, particulars as to the business of 
railroads, and suggestions as to its improvement. Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be published. 





Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL 
wuMns. We give in our editorial columns OUR OWN opin 
tons, and those only, and in our news columns present 
only such matter as we consider interesting and im- 
portant to our readers. Those who wish to recommend 
their inventions, machinery, supplies, financial schemes, 
etc., to our readers can do so fully in our advertising col- 
umns, but it is useless to ask us to recommend them edi- 
torially, either for money or in consideration of advertis- 
ing patronage. 





THE BALTIMORE & OHIO REPORT. 





The Baltimore & Ohio Railroad report for its last 
fiscal year, ending Sept. 30, like the reports of the 
other trunk lines, shows a Jarge increase over tke 
previous year in gross earnings and a considerable 
one in net earnings, but the gross were much less 
than in 1883 and 1884, and the net much less than in 
any of the five years from 1879 to 1884, and even a 
little less than in 1879, when the gross earnings were 
$4,228,000 less than last year. 

The mileage worked, the gross and net earnings and 
the working expenses of the whole Baltimore & Ohio 
system have been for 11 years: 





Year o Gross Net 
Sept. 30 Miles. earnings. E xpenses. earnings. 
‘6.. 1456 = =$15,021.236 $9,609,857 3 
7 1,456 13.208,860 8,226,055 
1,456 13.765 28C 7.7693 
1.449 14.19°,981 2. 96 
1.449 18. 1, 330.970 
1,495 11,390,479 
1.509 18 383.876 10.9 9.214 
19,739. sad 38 





42 5 
18,422,437 120i 3B, 742 


“2. 1690 


Thus the working expenses were larger this year 
than ever before, and this has brought the net earn- 
ings much below those of other years when the gross 
earnings approached those of this year. This is prob- 
ably due largely to a decline in the local rates below 
what the company was able to command a few years 
ago, but probably also to the postponement of expendi- 
tures from 1885 to 1886, as the large reduction of 
$642,000 (6 per cent.) from 1884 to 1885 was made in 
spite of an increase in traffic. Compared with 1885 
the increases last vear were : 
ee 


In expenses........ 


$1,805,7 795, or 10% per cent. 
92 
In net earnings........... 


1,06?,i57, or 9 
743,638, or 13% 7 


The statistics of trafficare very incomplete, but such 
as are given indicate an important increase in some of 
the most important business. Thus the tonnage of 
what is called *‘ through” freight in both directions is 
reported as follows : 





Year. Tons. | Yea". Tons. 

ee. eT ee BOO Be 1 BORO 6 ing: incces .-. 1,980,397 
err — Ak te) errors By 
BE Sashes (est hane cee ET wis cece cade bhacen 2,04',227 
1®76.... ceveces coos . 2,093,393 | 1883. *79°408;325 
Betton eblibink: 860% snus. wn re 0 eae + 2027, 252 
eee ere . 2,338,147 
LS eee a AE.O9O | IGRG.. 550: e0: 2,721,119 


What is included in this through freight we do not 
know, but it is plain that the great increase in it has 
added little or nothing to the company’s net earnings, 
as with nearly twice as much “through ” freight as 
in 1879 it has smaller net earnings. 





The coal traffic has been : 


Tons coal and coke : 











~~ — 883. 1884. 1885. a. 
fo Baltimore....... 1,654.821 ‘> 288, pod 2,237. 
Local and West... 517-041 ¢ 2828.09 1753677 “o46 G19 
For company....... 409,695 439,912 443, 544 483.36: 
yi ea. 2,581,557 3,268,521 3.487,170 3,673,448 
Pittsburgh Div... .. 2,402,130 2,157,606 2,003,982 2.427.238 
Trans-O. lines ...... 684,696 966,548 909,594 1,329,631 
Alllines..... ..... 5,668,383 6,392,675 6,400,746 7,430,367 


The Main Stem coal shipments to Baltimore have 
varied little for the last three years, but the shipments 
westward and to local points have increased greatly. 
The shipments on the Pittsburgh Division (which are 
chiefly coke) were a fifth larger last year than the 
year before, which is a natural consequence of the re- 
vival of the iron industry. This brings it about to the 
figures of 1883, since which time the almost univer- 
sal use of natural gas in Pittsburgh manufactories has 
very greatly reduced the consumption there, so that 
a much larger part of the shipments now 
than then goes to the blast furnaces. The most 
notable increase, however, is in the coal and coke 
shipments over the trans-Ohio lines, and this is prob. 
ably largely due to the completion of a direct outlet to 
them for the Connellsville coke, the Western supply 
of which had previously gone mostly by the Penn- 
sylvania lines and the Pittsburgh & Lake Erie. The 
whole coal tonnage has increased 31 per cent. since 
1883 and 16 per cent. since 1885, which is certainly 
notable progress, the more so because carriers of 
bituminous coal have been multiplied of late years. 

Other traffic statistics are: 

Brought to Balti- 


more: 1883, 1884. 1885 1886. 
Flour, bbls.........  7€1.935 717.258 766.163 752,150 
Wheat, bu.... ... 6,633.443 6,415,550 3,200,025 3,437,159 
. ee — 3,472,940 8,383,859 9,474,275 
Oats, bu...... ; ae” ueoeie 1,216,503 6384, 168 
All grains, bu... ..12,770, 592 11, 553,052 po 13,048 258 13,718,428 
Live stock, tons,.. 90.530 82 18 67.890 70,220 
Lumber, tons..... 93,332 107 398 86,560 92,831 


There is little change in the flour and grain—less 
than was to be expected in view of the great changes 
in the total seaboard receipts and exports, The falling 
off in live stock may be due to larger dressed meat 
receipts. The changes in lumber are not great. 

It is surprising to see that the ‘“‘Main Stem and 
Branches,” which includes the Baltimore & Ohio 
trunk line, earned but very little (ii per cent.) more 
last year than the year before, in spite of the higher 
through rates, which might lead to the conclusion 
that there was a serious decline in the through traffic 
of this railroad, but for the possibility that some of 
this traffic may have been diverted to the Pittsburgh 


Division, which has been connected by a di- 
rect line south of Pittsburgh with Wheeling 
in order to give a more direct outlet to the 


West over the Baltimore & Ohio lines to the 


Connellsville coke traffic, which goes to fill 
cars which would otherwise go westempty. Adiver- 
sion of traffic of any kind, through or local, from the 


Main Stem to the Pittsburgh Division and the Wheel- 
ing & Pittsburgh Division, while it might increase the 
net earnings of the whole system, would decrease both 
the gross and net earnings of the Main Stem. While 
the gross earnings of the Main Stem and Branches 
increased but $113,361, its net earnings increased 
$56,465, so th:t here the expenses nearly kept pace 
with the earnings, leaving for the other lines nearly 
the whole increase in net earnings. Thus the earnings 
of the Main Stem and Branches and of all the 
other lines together were: 














Main Stem, etc ; 1885-86. 1884-85. Increase. P.¢ 
Gross eain... $9 846,613 $9,733,252 $113,361 1.2 
Expenses......... 5,820,247 5,763,242 56,895 1.0 

Net earn.. . $4,026,366 $3,969,900 $56,466 1.4 

Other lines : 

Gross earn, . $3,575,824 $6,853,390 $1,692,434 24.6 
Expenses.... .... 6,215,495 5,210,283 1,005,262 19.3 
Net earn ... ... $2,360,329 $1.673,157 $687.172 41.1 


Thus nearly 94 per cent. of the increase in the gross 
earnings and 923 per cent. of the increase in net earn- 
ings was on these ‘“ other lines,” which have less than 
half the earnings of the whole system, but which had 
an increase of nearly one-fourth in gross and more 
than two-fifths in net earnings. As the Erie, the New 
York Central and the Pennsylvania have all had very 
large gains in both gross and net earnings on their 
lines corresponding to the Baltimore & Ohio’s main 
stem, the failure of the latter to make any consider- 
able gain over the worst year it has had since 1877 is 
remarkable and needs explanation. For the gross and 
net earnings of the ‘‘ Main Stem and Branches” for 14 
years have been : 





Year to | Year to 

Sept. 30. Gross earr. Net earn. | Sept. 30. Gross earn. Net earn. 
1873....$12.252.844 $4,934,796 | 1880....$11.2-9 881 $5,172,881 
1874 11,693,955 5,018,06U0/ 1881 .. 11, ‘1 259 4,846,616 
1875.... 10514179 4,337,378) 1882.... 10,52 6.570 4,572,944 
1876 9,632,361 i2 2.0. vp 26 | 1885.... or 579,839 5,432,183 
1877.... 8,262,045 3,656,893 | 1884 11506 958 5,237,742 
1878 ... 8.565.957 4,089,612) 1885 .. 9,733.252 3,968,900 
1879 ... 8 864.827 4341,245/| 1886. 9,546,613 4,026,366 


Here we see that while there have been four years 
(1876 to 1879) besides 1884-85 when the gross earnings 





were less than last year, there has been but one, 1877 






























































































































when the net earnings were so small, and last year 
these net earnings were $1,026,000, or 20 per cent., 
less than the company’s average net earnings for the 
five years from 1880 to 1884, which is equal to very 
nearly 7 per cent. on the company’s common stock. 

And though the other lines, which are largely, but 
by no means wholly, west of the Ohio, have the 
enormous gain of 41 per cent. in net earnings in 1886 
over 1885, they still do not show in the long run the im- 
portant progress which would make up for the great 
decline in the Main Stem net earnings, the gross and 
net earnings of these other lines for the 14 years 
having been : 





Yearto Gross Net Yearto Gross Net 
Sept. 30. earn. earn. | Sept30. — earn. earn, 
1873. . $3.440.354 $616,780 | 1880..... = 087,860 $2,813.389 
 s Se 3.253.134 612.380 | 1881. ... 7,341,618  2,226.782 
1875..... 3.930,060 198.195 | 1882 .... 7.817.506 2.881,718 
1876 . 5,898,875 1,200,655 | 1883 . &,159.699 3,273,640 
C—O 4,946,815  1,325.912 | 18&4..... 7.929.649 2.522.558 
1878..... 5,201,323 1.956,367 | 1885. . 6.883.390 1.673.157 
1879..... 5,329,154 2,161,140 | 1886..... 8,575,824 2,360,329 


The Chicago Division was first included in 1875 and 
the Pittsburgh Division in 1876. The Philadelphia 
Division figures this year for the first time, with 
$115,000 gross and $15,000 net earnings. 

The chief of the lines above included are the Pitts- 
burgh Division, the Chicago Division, and the Central 
Ohio Division. Neither the Pittsburgh Division nor 
the Chicago Division ever yielded any considerable 
profit until the great revival of business in 1880, and the 
Pittsburgh Division is the only one which may be said 
even now to have become permanently profitable direct- 
ly; all of them have some value and some a considerable 
valueby reason of the traffic which they command 
for the main line, which but for them would 
doubtless have had a still more serious decline in 
profits. It must be remembered that these ‘‘ other lines” 
include about 1,100 miles of railroad, and that their 
net earnings when largest were but $3,320 per 
mile, and last year were but $2,150 per mile, so 
that it is evident that they do not, as a whole, do 
much directly to increase the company’s profits, as 
the interest on their cost usually exceeds their net 
earnings. They have held their own much better than 
the Main Stem and Branches, but they cannot be said to 
have made progress since they first got on their feet in 
1880, their average net earnings for the four years 
from 1880 to 1883 having been $2,798,881, and for the 
last three years $2,185,348. The year 1%84-85, how- 
ever, was so exceptional that it makes the average of 
the last three years unduly low, it is true, but the best 
of them, 1884, was much below the average of the 
four years previous, and there have been considerable 
additions to the system since its profits were largest. 

In fact, as in so many other cases, the most that ad- 
ditional expenditures of capital and larger traffic seem 
able to do for this company is to prevent a rapid 
decrease in its profits. The capital account is now 
about $45,000,000 more than in 1873, and the traffic 
immensely greater, but the profits are but $835,000 
greater. 

The latest and the costliest of its recent additions to 
its property, the line from Baltimore to Philadelphia, 
is only just beginning to be felt. It will doubtless en- 
able it to command a larger share of the Philadelphia 
through traffic (of which it has had very little), and 
make it more independent at New York, but that it 
will materially increase the net earnings of the whole 
system is by no means certain. Nor is it certain that 
the investment in it will be unwise, even if it does 
not make profits larger than they have been here- 
tofore. As we have shown above, the tendency when 
little or nothing is done to increase facilities is towards 
a reduction of profits. To check this reduction is as 
legitimate a use of new capital as to increase profits 
where possible. It is not likely, however, to be re- 
garded as creditable to corporation management, be- 
cause in the nature of the case it is difficult or impos- 
sible to prove that profits would have been reduced if 
the additional expenditure had not been made. 

Some of the separate lines not included in the 
‘‘Main Stem and Branches” are important enough to 
deserve special examination. The most important of 
these is the Pittsburgh Division, which, like many of 
the Pennsylvania lines, is greatly affected by the con- 
dition of the ironindustry. This isa costly road, and 
for a long time it was unprofitable, but it improved 
with the prosperity of the iron industry after 1879, in 


which year its net earnings were but $732,282. Since 
that year its earnings and expenses have been : 

Year to 

Sept. 30 Gruss earn. Expenses. Net earn. 
1880.. ... $2,238,451 $1,226.654 $1,011,827 
ee .. 2.500.548 1,376,075 1,124,473 
aaa 2,979,789 1,437,664 1,542,125 
ee 2,813,173 1,334,898 1,478,275 
RNG wbi digest 2.294,826 1,252,684 1,042. 132 
| SEER 1,929,960 1.226.540 73,420 
18&86.. 2,430,085 1,587,664 842, 421 


The revival of the iron inductry last year is shown 
unmistakably by this division, whose 244 miles gained 
in gross earnings nearly four times as much as the "87 
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miles of the Main Stem and Branches, the increase 


being 21} per cent. Its gross earnings were the 
largest since 1883, but were much less than in 1882 and 
1883. But most of the increase of earnings over 1885 
was absorbed by the larger expenses, which increased 
no less than 80 per cent., and the netearnings, though 
about 9 per cent. more than in 1885, were much 
smaller than in any other year since 1879. 

The trans-Ohio lines have large gains in earnings 
over 1885, and especially in net earnings, which were 
extremely small then, but taken together they make 
but small returns after all. Their earnings anc ex- 
penses have been : 


Year to 

Sept 30 Gross earn, Expenses. Net earn. 
138°0.. soe « cecee $3 624,432 $2.449,190 $1,175,242 
1881 pt 3 721.783 2,886,523 835,260 
1882. 3 809.115 2,799. 996 1,009,138 
ree 4,145.915 2,873,331 1,272,584 
Sere 4,40! 691 3,273,611 1,128,080 
Vo eee 3,720,993 3,072,715 618,278 
PD ciad ennceitaveen 4,596,349 3,50 2,990 1,093,359 


The gross earnings of these lines were .darger last 
year than ever before, and the increase over 1885 is 
$875,000—nearly eight times as great as the increase 
on the Main Stem and Branches, which have three- 
eighths more mileage and an immensely greater 
traffic. The working expenses Were so great, how- 
ever, that the net earnings, though 70 per cent. 
more than in 1885, were less than in 1880, 1883 and 
1884. The net earnings of these lines are always 
light. They were but $1,924 per mile last year, and 
$2,240 when they were largest, in 1884, The gains were 
large on all four of the divisions of these trans-Ohio lines, 
compared with 1885—20 per cent. on the Central Ohio, 
24 per cent. on the Lake Erie Division, 22 on the Chi- 
cago Division, and &1 per cent. on the Straitsville Di. 
vision. Compared with 1884, when the gross earnings 
were largest until last year, the gain is chiefly on the 
Central Ohio Division, which gained 8} per cent., 
while the Chicago Division gained 2} per cent. and the ; 
Lake Erie Division lost a little. 

The increase in the ‘surplus fund” of the Balti- 
more & Ohio Company last year was $282,845. This‘ 
may seem a large sum when we say that it is equal to 
$1.57 per share of common stock, but it is really a very 
narrow margin over the fixed charges, which are 
about $4,800,000 per year. The share capital of this 
company is so small that comparatively slight fluctua- 
tions in its profits equal a considerable dividend. 
Thus the decrease in net earnings from 1884 
to 1886, $1,374,000, is more than 9 per cent. 
on the common stock. The President’s report, 
which is all that is now published, does not give the 
income account for last year, but as the surplus was 
but $132,000 more than in 1885, while the net earnings 
increased $743,000, it is evident that there was a con- 
siderable increase in the prior charges. The new Phila- 
delphia line has been increasing these while yielding 
nothing to meet them. Now that it is opened through 
it may be expected to do something to support itself. 











RAPID FREIGHT MOVEMENT, AND HOW IT MAY 
BE ACCOMPLISHED. 


After years of a stationary or even a decreasing 
traffic, there is now a revival of business which is al- 
ready taxing to the utmost the full capacity of the 
rolling stock and terminal stations of the great trunk 
lines and many other railroads, and which seems 
likely to grow larger and larger. Already we hear of 
orders for thousands of additional cars, the possession 
of which must cause some apprehension to managers 
who remember how, with the present stock, their sid- 
ings have sometimes been crowded for fifty or a hun- 
dred miles back from their chief termini, waiting till 
a place could be cleared for their loads. Hence the 
means of increasing the capacity of the railroads with 
the least possible expenditure now commands the at- 
tention of all intelligent officials, Schemes of many 
kinds are suggested and tried. First, more cars are 
bought ; then more sidings are required to accommo- 
date them ; sometimes double-tracking is resorted to; 
then follows a demand for an enormous increase of 
sidings at terminal points, where land is costly, in or- 
der that hundreds or thousands of loaded cars can be 
held as warehouses, awaiting the convenience or the 
ability of consignees to empty them. 

So the mileage of freight cars is ridiculously low, 
and it is generally recognized that this low mileage is 
very largely due to the use of them as warehouses. 
No plan has yet been adopted whereby adequate com- 
pensation for the use of the cars in through traffic can 
be secured to the owners of them. 

If the mileage of cars were to be increased, by 
higher speed and by lessening the average time re- 
quired in loading and unloading them, by’ only so 
little as 20 per cent. (a result easily obtained by con- 
certed action among the railroads), the gain would be 
equivalent to the addition of about 165,000 cars to the 





which is more than the additions made for the past 
four years ; and there would be a corresponding in- 
crease in the capacity of existing main lines, sidings 
and termini, equivalent to an enormous expenditure 
of fresh capital. 

Now, in England, merchandise freight is taken to 
London and delivered to the consignee’s place of busi- 
ness from Liverpool, Manchester, Glasgow and most 
other places on the island, and between other 
important traffic centres 200 or 500 miles 
apart, regularly within 24 hours with as much cer- 
tainty as a letter. One of the principal instru- 
mentalities by which this is accomplished is that 
the railroad companies deliver the goods by their 
own drays, or by drays which they control ; and, as a 
consequence, the cars are immediately unloaded and 
ready for use again, not, as with us, left standing for 
days, an impediment to other traffic. 

The fact that the railroad companies interested con- 
trol the unloading of the cars is sufficient to insure the 
utmost prompitude in discharging them. Another econ- 
omy in respect to cars is that there the express freight 
trains carrying merchandise are run at a comparatively 
high speed, averaging something like 20 miles an hour, 
including stops ; their safe passage at high speed being 
insured by the use of block signals, interlocking 
switches, etc., at junctions and at all important sta- 


tions, thus enabling the railroads to be used to their 
utmost capacity. 


There need be no hesitation in saying that by a rea- 
sonable expenditure for these appliances, and for good 
couplings and continuous brakes, with other improve- 
ments which will be mentioned, an enormous benefit 
may be gained by railroad companies at much less 
cost than by providing sidings and ‘terminal facil- 
ities”—by which is generally meant tracks on which 
to keep cars standing idle. 

The first step necessary to be taken in order to real- 
ize the benefits which we have described would be for 
the railroad companies to adopt sume plan by which 
they shall secure the prompt unloading of the cars at 
the termini, and English experience shows that this 
can be effected by their undertaking the delivery of the 
merchandise at the warehouses, instead of waiting the 
convenience of the consignees. This will overcome 
the most shameful feature now connected with our 
transportation, and will result in the agreement 
among the terminal railroads to pay a proper sum per 
day for the use of cars, as well as per mile run, because 
they can, under the circumstances, easily secure the 
prompt unloading of the cars, and an equally prompt 
return of them to their owners. 

The next step in our programme is that the roads 
should build a better class of cars for through freight, 
which will admit of being run at a speed of at least 40 
miles per hour. The experience with the fast mail 
cars and express cars in common use on the trunk 
lines shows that they may berun continuously at high 
speed, averaging at the rate of 500 miles a day, with 
as much certainty as the cars in our freight trains 
average 60 miles per day. We would propose that the 
trunk lines should unite in building all their new 
cars expressly for “rapid freight” traffic, with 
superior trucks, superior couplings, superior springs, 
and provided with the continuous brake; all details 
being after the Master Car-Builders’ standards, 
so far as at present adopted or to be adopted. 
It would, indeed, be desirable that the master 
car-builders and superintendents of motive power 
of the several trunk lines (with as many of their 
connections as might desire to enter into this 
‘‘ rapid freight ” organization) should meet and agree 
upon all the details of the cars to be constructed for 
this business. 

The general interchange of cars of all descriptions 
now prevalent cannot be continued in rapid traffic- 
because of the imperfections in the cars, the differ, 
ences in their dimensions, the constant repairs neces- 
sary by reason of their ridiculous cheapness of con- 
struction, so that they must be taken in for repairs at 
every large terminal station. The want of interchange- 
ability of the parts in use upon the cars of one road 
with those in use upon the cars of any other road ren- 
ders a delay in procuring suitable parts for repairs 
one of the reasons why the ordinary car makes such a 
limited mileage while away from home. Toa 
mechanic it is only wonderful that it is able to get 
homeat all. Itis only because of the superior con- 
dition of the tracks of most of the lines that such 
great loads can be carried with so few disasters, in 
comparison with what might be expected to occur, 
when the shiftless character of thecars, especially of 
their trucks, is taken into consideration. 

If the trunk lines, with their connections, undertake 
the construction of these improved cars with which 
to niake really rapid freight lines, they will by de- 





present equipment of the roads in the United States 


grees decline to receive the inferior equipment to 





which we have referred, gradually renewing their 
worn-out stock of inferior character by the construc- 
tion of these superior cars, which it is clear they can 
well afford to do, since a car which transports a cer- 
tain amount of freight 500 miles a day may properly 
cost eight or nine times as much asa car which can 
only take the same quantity of freight 60 miles per 
day. 

When the main trunk lines shall have accumulated 
enough of these improved cars to make a fair begin- 
ning, they will wish to keep an account of their move- 
ments with the same carefulness and accuracy which 
the express companies and sleeping car companies em - 
ploy, and they will unite in a clearing house, or in 
some reasonable mode of keeping an account of the 
exact whereabouts of each car ; because each car will 
be valuable enough to be looked after, instead of 
being satisfied, as they are now, with knowing that 
at a certain date the car was at a certain junction, 
trusting to good luck that it will turn up at some 
other junction at some future time. Under the 
proposed arrangements for really fast freight, 
the improved cars would not be delivered to roads 
which had not provided an equally excellent equip- 
ment, and the necessity for joining in the really fast 
freight movement being felt by them, they would ask 
leave to have similar cars built, to be introduced in the 
business of rapid freight transportation, uniform with 
those of the trunk lines ; and it would soon come to 
be, as it was in the first establishment of the colored - 
Jines, that each road will be anxious to furnish its 
proportion of the cars in the line and to receive its 
proportion of benefit. 

It would be judicious for the trunk lines adopting 
these rapid freight cars togive them an uniform dis- 
tinguishing color and similar markings; the owner- 
ship of the cars, of course, being indicated in a proper 
manner. 

The rate to be paid for the use of the improved cars 
should be a certain fixed sum, to be paid per mile run, 
and another sum to be paid for the time in use upon 
any road ; and together the payments should be large 
enough to cover interest on the investment and a good 
profit on the cost of the car; so that there would be 
an inducement to outside roads to join the trunk lines 
in the furnishing of the improved equipment. 

This might lead to the formation by the trunk lines 
and their allies of a grand ‘* Improved Equipment 
Company,” which should own all the “rapid freight” 
cars, to be governed by a clearing house having the 
absolute right to distribute them according to the 
needs of the companies, or according to their rights 
as should be established by regulations among them: 
selves. 

It is probable that if the entire ‘‘rapid freight’ 
equipment were so owned and controlled, it might be 
better employed than if each line or system were to 
own its equipment ; but if the construction of such 
cars as we have recommended were once begun, we 
may presume that the laws of development would 
gradually evolve the most suitable arrangements to 
secure the best results. 

The constant growth of the trade of the country 
would soon absorb the present inferior class of freight 
cars in the local traffic, so that as soon as the new cars 
could be completed and got ready for use in the 
‘rapid freight” business, they should be, and would 
be, exclusively employed for the through business in- 
tended to pass over several roads, for, being absolutely 
the same in all essential details, no unusual delays for 
repairs would occur ; and, being fitted with the con- 
tinuous brake, they could be run in passenger trains, 
whenever that should be most convenient. In this 
way, many of the smaller lines in the country, which 
have no large passenger trains and which would 
have only a few cars daily of rapid freight, would 
unite the two services in one train, without danger 
or inconvenience. 

We need not point out to managers of railroads 
which have lately been seriously annoyed by the 
strikes of brakemen, how very much to their advantage 
it would be if the cars for their rapid and important 
freight were equipped with a continuous brake and 
improved couplings, so that the skilled men who are 
necessary to run over the tops of cars and to couple 
them (when not equipped with automatic couplers) 
might be dispensed with, and men of very small ex- 
perience substituted. 

The reason why brakemen strike is because their 
places cannot be easily supplied ; and these two im: 
provements would make it very easy to provide sub+ 
stitutes for them if they became unreasonable. We 
noticed not long ago a strike of brakemen because it 
was required that one man should stay upon the :top 
of the train. With these improved cars there would 
be no occasion for men on the tops of trains. © 





Finally, to recapitulate, the cheapest way in which 
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provision for rapid freight movement can be made 
upon our railroads, as they are, is to provide a first- 
rate class of freight cars suitable for rapid transit, 
equipped with continuous brakes and automatic coup- 
lers ; and for the railroads to arrange to deliver all 
freight carried in such cars to the warehouses of the 
consignees, so that there shall be no delay in unloading; 
and this class of equipment may perhaps be best pro- 
vided by a.joint stock company, composed of the 
several railroads interested,and controlled by a clearing 
house ; although in the absence of such a joint stock 
company, the trunk lines might unite in an agreement 
to build cars for rapid freight transportation, accord- 
ing to an adopted standard, so that all parts of any 
car on one road should be interchangeable with the 
same parts upon any rapid freight car of any other 
road. The results would be a profitatle employment 
of the capital invested in the cars, and a very much 
improved system of freight transportation and deliy- 
ery, all of which, it is submitted, are very much to be 
desired. 








The Growth of Flour Exports at Baltimore. 


We have shown elsewhere that Baltimore has had 
an unusually large share of the breadsiuffs export 
trade since harvest. Examination shows that its gain 
has been very largely in flour, of which heretofore its 
exports have been small. For the four months ending 
with October, its exports have been, for four years : 


Flour, bbls. Wheat, bu. Corn, bu. Value. 
LBBB... ..cccrece 714,208 6,584,949 273.4599 $9,802,636 
1885 . 203,257 1,493 693 591.240 3.384.422 
Pew cny lap arse 118,136 7,682.496 1,734,507 10,673.378 
Ga csicace stim’ 169,625 10,851,458 14,247 14,882,567 


Thus the flour exports this year were enormously 
greater than in any other, including years when the 
wheat exports were much larger than now. Indeed, 
the Baltimore flour exports were much larger in these 
four months this year than in any entire year hereto- 
fore, except last year, they having been, in barrels, 
for the whole years named below : 





Year. Barrels. | Year. Barrels’ 
I Atekcctcacs sas weet 4°6 094 | 1861 ......... - 413.973 
BI die tks is, exesiccvok OO een 463,878 
1878.. ee 5 J) rs 43.266 
1879.. fy OR error ere e 437.713 
pre re 483,891 | 1885.......... oe eee. 1,093,093 





Thus, while our total exports of flour were increas- 
ing very largely, from an average of less than 4,000,000 
barrels per year before 1579 to 6,000,000 in 1879, 
7.1, 6.8 and 7.6 millions in the next three years, suc- 
cessively, and to more than 9 millions in 1883 and 
1884, the Baltimore exports remained practically 
stationary, New York and Boston getting the chief 
benefit from the increase. 

Rut Baltimore has been making up for lost time 
since 1884, in 1885 exporting more than twice as much 
asin any of the five years previous, and this year, for 
the ten months to the end of October, one-third more 
than last year, namely, 1,318,731 barrels, against 990,- 
688, while the total exports of the United States have 
been less this year than last. Of the exports of the 
Atlantic ports for the ten months, 20 per cent. went 
from Baltimore this year, against 142 per cent. last 
year—a very notable change in one of our most im- 
portant exports. The extent to which other ports 
have been affected may be seen by the following state 
ment of the exports since June : 








1886. 1885. Inc. or Dec. P..c 

New York .... . .. 1,151,915 907.508 + 154,407 155 
a SORA . $96,398 547.305 + 349,093 63.8 
Poiladelphia......... 125,821 112.226 — 13,4595 12.1 
Baltimore............ 714,208 203,257 + 510.951 251.4 
New Urleans .......- 100 0-9 31.884 + 68.205 2140 
Other At. Ports...... 197,625 261,179 — 63,554 4.3 
Total At. Ports....3,186,056 2,155,359 + 1,032,697 41.2 


Thus very nearly one-half of the whole large in- 
crease in flour exports since June has gone from Balti- 
more, and every port which has not gained as much 
as 41 per cent., which is the increase in the total ex- 
ports, may be considered to have lost to Baltimore. 
Thus it has gained at the expense of New York, Phila- 
delphia and the unnamed ports, while Boston and 
New Orleans have gained greatly. The unnamed ports 
are nearly all lake ports, whose exports depend chiefly 
on the Canadian demand, which again depends chiefly 
on the quantity and quality of the Canadian crop. 

The season has been much more favorable than last 
year to Baltimore, because there is a large crop of 
winter wheat in the territory where it has best com- 
mand of traffic, and where there was none to spare 
last year; but the flour exports from Baltimore were 
nevertheless larger rather than smaller than usual! for 
these four months last year. It had in the first half 
of that year exported unusually large quantities, 
drawn largely, doubtlessly, from territory which 
theretofore had exported but little by way of Bal- 
timore. Indeed, much the larger part of the 
increase of its flour exports seems to be due to the 
delivery there by the Penusylvania Railroad of flour 
which formérly was consigned by way of Philadelphia 
and New York. The Baltimore & Ohio Railroad 





brought to Baltimore in its year to Sept. 30 last 14,013 
barrels less flour than the year before, and only 84,892 
barrels more than in 1883-84, while the Balti- 
more exports in its last fiscal year were fully 900,000 
barrels greater than in 1883-84. 








Weare mortified to find that the terms in which we 
noticed last week the stock dividend of the Westing- 
house Air Brake Co. were by some taken to mean a 
reflection on the company—for making or expecting 
excessive profits, we suppose ; for we do not see what 
else that is unfavorable the baldest and most literal 
interpretation of our words could make out of them. 
It seemed to us when we wrote, that it was universally 
known and acknowledged that Mr. Westinghouse’s 
inventions were of such great value to the rail- 
roads and the community, that no one could or 
would complain that the rewards reaped, what- 
ever they may be, were more than were earned, 
and that there at least was a case of ‘ stock-water- 
ing” which the veriest Granger would not object to 
But when we said that the ‘atrocious extent to 
which watering stock is often carried ” had been illus- 
trated in this case, our irony was lost on some good 
people, and by so many that we feel inclined to vow 
never to make a joke again. It is peculiarly mortify- 
ing to us that such an interpretation should have been 
put upon our words, because a somewhat inti- 
mate acquaintance with the many inventions 
of the head of this company and of his extraor- 
dinary skill in mechanical design, shown in hundreds 
of cases little known to the public, led us long ago to 
regard him as one of the most brilliant ornaments of 
an age remarkable for mechanical genius, worthy of 
all honor and the most munificent rewards. We do not 
know, nor care to know, how much has been realized 
from his inventions, but among the many great fort- 
unes acquired in this country during the present 
century we doubt if there is one which has been bet- 
ter deserved, or for which an equivalent has been 
more fully rendered. We should as soon complain of 
a fortune made by Watt or by Stephenson. 





We learn from a private letter indorsing the sugges- 
tions which we made in reference tv the Rio disaster, 
its cause and cure, that a happy result of that dread- 
ful occurrence has been a marked increase in inquiries 
as to distant signals. ‘‘The blood of the martyrs is 
the seed of the church” in mechanical as well as 
spiritual matters. Nothing less than some severe 
and peremptory warning will ordinarily suffice to 
drive people, who already have their hands tolerably 
full with keeping things going as they are, to ven- 
ture into new and untried fields of further improve- 
ment; nor is it to be wondered at so much as it is to 
be regretted. 

But in this case the lesson is clear and plain. There 
is no reasonable excuse for continuing to use stub 
switches on main lines of any considerable traffic, 
nor in leaving any main line switch which is passed 
over by any considerable number of trains, daily un- 
protected by some form of distant signal. If a road 
be not prepared to go to the expense of regular inter- 
locking apparatus, which is what they will all have to 
come to eventually, if there is any truth in the lessons 
of experience, they can at least put up signals which 
can in all cases be seen from a reasonable distance, or 
use some cheaper substitute for the ordinary form of 
interlocking, such as that devised by Mr. Isham Ran- 
dolph, Chief Engineer of the Chicago & Western In- 
diana and Belt Railroad of Chicago, and now in most 
successful use on that line. This apparatus was part- 
ly described in our issues of Feb. 18 and March 20, 
1885, and is well worth a visit of examination. 








The articles of incorporation of the Chicago, Kan- 
sas & Western Railroad Company in Illinois, which 
is to build the Atchison, Topeka & Santa Fe’s pro- 
posed Chicago line, describe two distinct lines from 
the Mississippi opposite Fort Madison, which is about 
half way between Burlington and Keokuk, north- 
eastward to Chicago. One of these lines would be 
parallel to and a few miles north of the Chi- 
cago, Burlington & Quincy, and the other par- 
allel to and a little south of the same road, 
these being apparently alternative routes. Another 
line described is from near the western terminus 
of the Chicago line eastward through Peoria to the 
Indiana line, near the Chicago, Burlington & Quincy, 
to Peoria and parallel to the Toledo, Peoria & Western 
for its whole length. Branches from near the western 
terminus are described to the following Mississippi 
River towns: Keokuk, Muscatine, Rock Island and 
some point in Henderson County, probably opposite 
Burington. 

If the southern route to Chicago should-be taken, 
the line would lie for much of the distance between 





the Burlington and the Rock Island, much as the Mil- 
waukee & St. Paul’s Council Bluffs line in Iowa lies 
between the Northwestern and the Rock Island, and it 
would hurt them both. If the northern route is taken, 
it will for most of the distance have Chicago, 
Burlington & Quincy lines on each side of it, and will 
affect it chiefly. It cannot fail on either route to divert 
a considerable local traffic from existing railroads, but 
if, as seems from the description in the articles of in- 
corporation, it is for the most part a few miles from 
existing roads, it will not get a great deal. Railroads 
are already so close together in Northern Illinois that 
considerable new towns cannot be developed on new 
railroads between them, and a very large part 
of the farm produce will be hauled five or six 
miles to a {considerable town and market, rather 
than two or three miles to a station where 
are very few buyers cf produce or sellers of goods. 
To get the maximum amount of traffic for a new par- 
allel railroad. it would probably be better to build it di- 
rectly alongside of the old railroad and through all the 
towns that have grown up onits line rather than four 
or five miles to one side. That there would be more 
profit from the first-named location is not so certain. 
The situation would be favorable for destroying 
profits, as the history of the West Shore proved. 
The Atchison’s proposed Chicago line is a sort of 
West Shore for the Chicago, Burlington & Quincy. 
The local traffic between Chicago and Burlington, 
however, is not nearly so great as that between New 
York and Buffalo, nor is it nearly so large a propor- 
tion of the Chicago, Burlington & Quincy’s total traf- 
fic as the New York-Buffalo traffic is of the New York 
Central’s traffic. Butit is about as large as on any 
line of equal length west of Chicago, and the diver- 
sion of a large part of it willhurt. It is unfortunate 
that some arrangement could not be made to 
obviate the building of the new road. It is not at all 
needed to provide for the transportation of the 
country—no more than the Chicago, Burlington & 
Northern was ; and its inevitable effect will be to in- 
crease the cest of transportation, by carrying traffic 
for which lines already built are more than sufficient, 
which will result either in preventing a reduction in 
the price of transportation, which otherwise would 
occur as traffic grows, or in reducing the interest on 
the capital invested in the railroads. 








An advance in the basis of east-bound rates from 
the 25 cents per 100 lbs. on grain and flour from Chi- 
cago to New York, which has prevailed for more than 
a year, to 30 cents has been recommended by the Cen- 
tral Traffic Association, to take effect Dec. 1. We doubt 
much whether such an advance will be wise. It is 
true that a regular winter rate as low as 25 cents was 
never made until last year, and that an advance after 
navigation closes is proper, circumstances being fa- 
vorable. But grain is very low now; the only 
large stocks in elevators are of wheat, which 
can be held without difficulty until navigation 
opens in the spring, and it is questionable 
whether there would be a considerable movement at 
a 80-cent rate. The strict maintenance of a. 25-cent 
rate would be equivalent to an advance probably 
of 10 per cent. over the actual receipts since 
navigation opened. On the other hand it may 
be said that the movement through to the sea. 
board is now but a small part of the whole move- 
ment, that a 30-cent rate on the movement to 
interior Eastern points which is governed by the 
through rate is a very moderate one and will 
be paid by the consumer instead of the producer, and 
that it is possible that the greater activity of business 
will make the supply of cars short, and thus virtually 
compel an advance. We doubt if this latter is true. 
and we believe that while the farmers are suf- 
fering so much from the very low price of their prod- 
uce the railroads, as a matter of policy, should try to 
help them out by accepting very small profits on this 
freight. The whole effect could be produced, we be- 
lieve, through a rebate on exports; but that the rail- 
roads seem disinclined to undertake. 








Leading Exports in October. 





The values of tbe exports of cotton, flour, grain, provisions, 
dairy produce, live tattle and petroleum in October and the 
four months ending with October for the last three years 
have been : 

1884. 


October.... ........... $53,096,920 
Four mos, to Oct. 31..156,240,834 


1885. 1886. 
$52,764.9°3 $51,::95,184 
133, L15,220 148,570,844 

For October the value was a little less this year than in the 
two previous, and for the four months it was 11.6 per cent. 
more than last year, and 5 per cent. less than in 1884. 

BREADSTUFFS. 

The exports of gruin and flour in October were -113 per 
cent. greater this year than last, and greater than in mos’ 
recent years, but less than in sevéral years previous to 1889, 
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the bushels of each of the chief grains, and of flour reduced to ! products. These latter have been, in October, in millions of 


wheat, having been: 


Year. Flour. Ww eo Corn All era 

1881....1,509,756 7,340.7 4,974,681 13. "900 839 g14.030-914 
1882....2,879,316 10,94 287 1,005,775 14.197425 15,362,682 
1883....3.470.787 6 587,728 4.845.371 15,569.352 14,651,530 
1X84.. 3.964.909 7374.966 1.169.647 14385 352 11,772.c06 
18°35 ...3,634.258 3.878.616 4.413.954 13,334. 10,232,285 
1886. ..4,123,080 6,941,370 3,292,508 14,888,766 11, 646,268 


Taking flour and wheat together, the exports this year 
were 11,064,450 bushels, which is 47 per cent. more than 
last year, but less than in 1884 and 1882, and a tenth more 
than in 1883. The flour exports were the largest ever made 
in October. The corn exports were a fourth less than last 
year, and less by still greater amounts than in 1883 and 
1881, and also in every October for five years previous to 
1881. 

The six years in the above table come after the period of 
heavy grain exports, as will appear by the following state- 
ment of the flour, wheat and corn exports in October for the 
five years ending with 1880 - 


Flour, wheat 

Year Flour. Wheat. Corn. ano corn. 
ers 1.703.355 6 973.497 5,780,908 14,460,760 
Lee 1,523,673 11.657,29) 4,388,427 17.F 69,350 
re 2,185,816 11,908,405 4.525.222 18.619,448 
1879 . 3,012,961 20.269,856 5,682,187 28995.004 
Teepe 2,909,529 15,.972.807 8,536,225 27,418,621 


Thus in every one of these years, except 1876, the exports 
of flour, wheat and corn were much greater than the exports 
of all grains this year. Itis important to understand that 
in the prosperity which we are now having and which seems 
to be increasing and likely to increase for some time to come, 
the exports of our surplus breadstuffs are playing no such part 
as in 1879 and later, when not only were exports very 
much greater, but prices were higher. 

For the four months since June the flour, wheat and corn 
exports have been in bushels: 






Year. Flour. Wheat. Corn. Total. 

oe Ee 5,187.7483 18.306.895 25,562,137 49,056,780 
. , ORE 6.385.153 47,533,110 22,273, 340 76.191 ,603 
8.088.718 66,227,586 25,761,487 100 077,791 
31879 ............ 9.221215 80,424,757 23 115.347 114,763,319 
RR. ss ceccss Meee 69.813. 240 40.108.349 120,477,063 
1881............. 882.423 41,861,854 26. sey ELE ye 
ee G ‘wcasbas 11 876,751) 58.655.814 £.24%3 858 ?,.776,423 
rer 11,906,739 28,158,832 20 165.313 60: 230,674 
aa ae . 13.690 318 36.225.427 6,785,725 56 701.470 
ee ee 11,597,898 14,250.956 15,.352.6°8 41,201,542 
BI cies cmaccetane 16,609,860 35,393,804 10,723,802 62,727,466 


The flour exports were much larger this year than ever 
before, but the wheat exports in ten years have been smaller 
only twice—last year and in 1883; while the flour and wheat 
exports together, though twice as great as last year and 
greater also than in 1883 and 1884, were 2614 per cent. less 
than in 1882, 35 per cent. less than in 1880, 42 per cent. less 
than in 1879, 30 per cent. less than in 1878, and not quite so 
great as in 1877 even. 

With the corn exports the comparison is still more un- 
favorable, for they were smaller this year than in any other 
of the 11 except 1882 and 1884, and not half as great as in 
any of the six years from 1876 to 1881, and nearly a third 
less than last year. 

For the last six years the exports of flour and grain of all 
kinds, and their value, in the four months ending with Oc_ 
tober have been : 


Year. Bushels. Value. Year. Bushe'ls. Value. 

188L.. .78,251,199 ooa.8 1,635 | 1884 . oo 177,307 $54 294.1162 
1882. ..73,812,029 85,444,272 | 1885. . 951.382 35,671,749 
1883 . .63,358,882 59,933,099 | 1886 a 955,167 52,615,731 


Thus the value of the exports since the last harvest began 
toaffect them, though one-half greater this year than last, 
was less than in any previous year in this table, and less than 
in any of the four years previous to 1881. The decrease 
since 1882 is no less than $32,828,000, or 38 percent. 

The quantity of the exports, however, was larger this 
year than in any other since 1882, a very large part of 
the decrease in value having been due to lower prices. 
The increase in the quantity over last year is 39 per cent. 
but the quantity is nearly the same as in 1883 and 1884, 
and less than in the two previous years. 

The greatest increase in exports since harvest has been at 
Baltimore, whose grain and flour exports were exceptionally 
lizht at this timae last year. The Pacific coast has also in- 
creased its exports more than the average. The percentage 
of the total value of the breadstuffs exports from the Atlan_ 
tie ports for the four months going from each port has been: 


 & Boston. Phila. Balt. N.O. Other. 
ee 40.5 3. 8.6 22.9 3.2 1t.1 
1885 52.3 14.2 8.5 114 2.1 11.5 
isévencas 44.7 13.9 8.0 18.2 3.9 11.3 
ME ccuidane 45.5 11.5 6.5 21.6 4.0 10.8 
Sb eat<ans 48.3 6.8 7.3 20.3 | 10.2 


Thus the New York exports this year for the four months 
were the smallest and the Philadelphia and Baltimoreexports 
the largest percentage of the total Atlantic exports they 
have been for five years. The gain of Baltimore is large only 
in comparison with last year, however, are with the exception 
of ast year, the percentage of New Orleans is the smallest 
for five years. 

PROVISIONS. 

The provision exports last October show, in comparison 
with last year, an increase of 1i per cent. in pork products, 
but a decrease of 25 per cent. in beef and of 7 per cent. in 
dairy products, the quantities of pork products, beef, tallow 
and dairy products being 8814 million pounds this year, 
against 8414 last year and 70% in 1884, while their aggre- 
gate values were : 


Year. Value_ | Year. Value. 

1881 $8,920,520 | 1884 $7.478,020 
1s82,.... 4.662 626 | 1885.. 806,386 
1883 8,32,8797 | 1886... 6,751,017 





Thus the value this year was a little less than last year, 10 
per cent. less than in 1884, 19 per cent, less than in 1883. 
and 24 per cent. less than in 1881, but. 45 per cent. more 
ban in 1882, when there were scarcely any exports of pork 





pounds : 
1877. 1878. 1879. 1880. 1881. 1882. 1883. 1884. 1885. 1886. 
45.2 63.2 76.4 88.0 652 24.7 82. 42.1 57.5 63.8 


They were this year the largest since 1881, and were much 
exceeded only in 1879 and 1880. 

For the 12 months ending with October, which is some- 
times called the provision year, and represents quite accu- 
rately the exports of meats fattened by the corn crop of the 
previous year, the exports of pork products have been : 
Year to Oct. 31 


1878. 1879. 1880. 1881. 1882. 1883. 1884. 1885. 1886, 
1,055.5 1,200.0 1,278.4 1,130.0 694.2 746.3 639.7 794.3 8200 


Here, again, the exports this year are the largest since 
1881, but they are much lessthan in any of the first four 
years. 

The values of the provision exports (not including dairy 
products) for the 12 months ending with October have been : 








Beef and Pork 
tallow. products. Total. 
JSB1... .... ...-$88,1790.706 $100 968.480 $125.1: 9.276 
“eer 16 287,675 73,714,976 90,002,651 
Se 23.49' 185 79 421.328 102,912,513 
1884........ .... 22.339°799 61,128,428 83,465,218 
DED Kes sooe sows 99:27, 015 63 649,154 85,926,169 
en 16,647,571 58,167,124 74,814,695 


The value of the pork exports is smaller than in any other 
year since 1876, and the value of the beef and tal!ow exports 
was less than in any other year since 1879, except 1882, 
The decrease in the beef exports has been disappointing. It 
seemed a few years ago that, when the range cattle country 
was fairly stocked, we might enormously increase our ex- 
ports, as Europe could consume twenty times our largest ex- 
ports heretofore, if its people took one half the average con- 
sumption of our people, which they would certainly do if 
they could get it cheap enough. Now the range country is 
fully stocked, prices are painfully low to the producers, but 
our exports in the 12 months to Oct. 31 in 1881 and 1886 








were : 
1886. 1881. Decrease. P.c. 
Fresh beef... .... 98,151,046 107,675,484 9.524.438 8.9 
Salt beef...... ese.. 78,523,202 130.691.356 32,163 154 292 
Tallow...... ...... 43,077,982 75,686,825 28,608,843 48.8 
Total lbs... ..... 221.757.% 292.053 665 70,296 435 24.1 
a eee $16 647,371 $24,170,796 $7,523.225 31.1 
Cattle, No ....... 113,999 185,707 71.708 35.6 
Ds vewchsvede wd $10,593,906 $14.304.803 $3,710.897 26.0 


Thus instead of the great increase in the exports of cattle and 
their products which we had expected, there has been a great 
decrease since 1881. The reported value, however, bas not 
fallen much, being for fresh beef 9.22 cents per pound last 
year against 9.45 in 1886 for the whole year, but 8.62 last 
October, against 9.05 last year in October, and 9.39 cents in 
the whole year to June 30, 1881. 

COTTON. 

The cotton exports last October were nearly the same in 
quantity as the year before, and 8 per cent. more than in 
1884, but the value of the exports was 6 per cent. less than 
last year, and very little more than in 1884. For the two 
months of the crop year ending with October the exports 
have been : 


1884 1885. 1886 
he once Se 368.640 862 357,146.000 571.838 247 
VORRO 0... 0. cteses $38,577,758 $36,622,861 $55 595,918 


The quantity this year was 4 per cent. more than last 
year, and a little more than in 1884, but the value was 2%; 
per cent. less than last year and 8 per cent. less than in 1884. 

New Orleans exported 25.6 per cent. of the total cotton ex 
ports last October, and Galveston came next to it with 19.4 
per cent., New York with 14.2, Savannah with 13.2, and 
Charleston with 10 per cent. ‘No exports are reported from 
Mobile. Norfolk, which ships a great deal of cotton, does not 
export much, it, Richmond and Yorktown together being 
credited with 15,084,073 lbs., or 5 per cent. of the whole, 
while all the South Atlantic ports together—all south of 
Baltimore—exported 98 millions of pounds, or 33 per cent. of 
the whole, while 134 millions, or 45 per cent. of the whole 
went from Gulf ports, the other 95 millions going from the 
North Atlantic ports. 








The Packing Season. 





The full report of the packing of hogs in the Northwest for 
the ‘‘ summer season,” March 1 to Oct. 31, gives the total as 


follows : 
1886. 1885. Increase. P.c. 
TO. DRONE. 4.05 <<ocees 5,641,505 4,964,572 676,933 13.6 


The increase is much less than the current weekly reports, 
which include only the chief packing towns, indicated some 
time ago. The number, however, is larger than in the sum- 
mer season of any previous year, the numbers in the winter 
and the summer season, and the corn crop, having been for 
14 years : 





———Number of hozs packed.———. Corn erep. 
4 mos. to Yearto = Millions 
Year to oe 31. Feb. 28 Oct. 31 of bu. 

be 5,410,314 6 473,239 =. 1,092.7 
466 2 6.666 644 932.3 

5,566,226 6,828,569 850.1 

4,880,135 7.188.001 1,3201 

5.101.308 3,1° 7.644,4°8 1,283.8 

6.505.445 3337, 044 9,842,490 1,409.0 

7.480 648 4,051.248 11.531, 896 1,540.0 

6.950.451 —5,323.898 12.274,349 1,7549 

6,919.456 4,803,689 11,723,140 1,717.4 

5.747.760 3.210 787 8,958.547 1,194.3 

6,132,212 3.770,828 9,903.040 1,617.0 

5.402.064 4.058.868 9 46 <4 1,541.0 

6.460.240 4,954,572 11, 424° 812 1.7955 

6,298,895 5,641,505 11,940,000 1.9360 


The largest summer packing previous to this year was in 
1880; the winter packing of 1879-80 was 652,000 more than 
last winter, but the summer packing was 318,000 less. The 
packing for the last entire year was thus exceeded slightly 
(3 per cent.) in 1880, but was equaled in no other year, The 
increase over 1884-85 is 515,009, or 44% per cent.. and over 
1883-84, the last of the four light corn crop years, tbe in- 
crease is 2,479,000, or 26 per cent. This isa very large in- 
crease, yet hardly what was to be expected in view of the 
greatness of the last two corn crops. It was not surprising 





that the packing of 1885 should not equal that of 1880, be- 


cause four successive light corn crops had greatly reduced 
the stock of hogs, but two years is time enough to replenish 
the stock, and the second large corn crop gave a motive fo 
doing it. But actually near four-fifths of the increase from 
1884 to 1886 was made from 1834 to 1885 

We see that the summer packing now is not very much 
less than the wiuter packing, and that the proportion of the 
whole packed in summer tends to increase. Ths percentage 
packed in summer has been: 


1975. 1877. 1879. 1880. 1881, 1882. 1883. 1884. 1885. 1886. 
185 33.2 35.1 43.4 41.0 35.8 33.0 42.9 44.4 47.2 


There are several places where there is much packing in 
winter but very little in summer. The numbersof hog 
packed during the summer season at the different places for 
the last five yeurs have been 








1882. 1883 1884. 1885, 1886. 

Chicago....... 1,664.957 1.900,498 1,859 988 2,555,678 2,600.0°0 
Kansas City... 368,460 588298 624,361 814.640 96+,000 
Milwaukee.... 112,000 103420 172,%04 228780 225.000 
Indisnapolis .. 112.400 196,117 22 2,067 191.800 3 7,000 
St. Louis...... 215,176 225,000 269.814 244,004 370,000 
Cincinnati. 81,916 124,183 127,581 134768 145,000 
Louisvile..... 17 581 38:7 7:31 45.302 50, 715 56,0L0 
Cedar Rapids. 170,289 18:.162 192.661 195,727 243.788 
Cleveiand...... 150.421 117,631 105,000 144,424 200U,000 
Ovtumwa...... 58,571 41 500 8% 833 79,522 9>.9U0 
Keokuk . uz 847 27,008 37,950 52 234 58,150 
Sioux City..... 37,462 46 820 40.396 Si 
Des Moines 22,735 21,350 33,466 20 477 41.500 
ERA sie veka cs + esc aueddd " Shpind 50 000 
ON OE ee Sail 25,000 
Nevraska City. : 10 000 60.000 75 000 31,000 
Omah2........ 69,066 49,000 30,000 35 000 338, 92 
St. Josepb..... 20,000 17,000 30,784 19,958 30,000 
Sera ba a0 shaven . ; 20 500 
Detrost.......+. 35.925 33.6455 48.863 a 55.1 00 
cther places.. 69 982 59 000 74.498 31,96 78,475 

TRAN seasons 3,110,787 3, 770,828 4, 058, 868 4,064.57: 5, 641, 505 


Compared with 1880, the increase or decrease in the sui. 
mer packing at the leading packing towns has been : 





18°6 1880. Inc. or Dec. P. c. 

Chicago. ........ ... 2.660.000 2971127 — 371,127 12.5 
Kansas City....... ‘; 279.000 239720 + 729.280 3040 
sl eee 370 000 40000 — 40,000 0.8 
Indianspolis . * 307 000 383,165 — 76.165 199 
Cedar Rapids ....... 243 78% 20.65 — 14,867 6.1 
Milwaukee ........... 224009 136,619 + 88.381 64.6 
oo  aarraor 200,000 324440 — 124,440 ne4 
Vincinnati...... 145 ©00 910.556 + 34.444 BL.1 
BIGEEING 05. pcvcensees 20.500 223.447 — 20.947 90.8 
Other places 261,217 265,169 3,92 15 
Total ........... ... 5,641,505 5,373,898 + 317,607 6.0 


There has been an important gain nowhere except at Kan- 
sas City, which packed four times as many this year asin 
1880. Its gain has been the greater because of its absorp- 
tion of the Atchison business, the establishment which packed 
there in 1880 having moved to Kansas City the next year, 
and left Atchison without any summer packing until this 
year. Butif we take all the ‘* Missouri River points” to- 
gether, Kansas City, St. Joseph, Atchison, Nebraska City 
and Omaha, we find them packing 1,087,692 hogs this year 
against 463,167 in 1880, which shows that the packing 
houses have gone to meet the increasing corn crops of Kansas 
and Nebraska, which were 171,180,000 bushels in 1879 
(with which the hogs packed in 1880 were fattened), and 
287,816,000 last year. The whole number packed west of 
the Mississippi was 1,957,559 this year, against 1,189,348 in 
1880; while the number packed east of the Mississippi de- 
creased from 4,134,550 in 1880 to 3,673,936 this year. The 
increase west of the Mississippi has been 778,221, or 65 per 
cent., while the decrease east of the Mississippi has been 460,- 
614, or 11 per cent. 

he very light corn crops previous to 1884, except in Kan_ 
sas and Nebraska, made it possible that the growth of the 
packing there had been relatively unnaturally large ; but- 
since after two good corn crops east of the Missouri the 
growth continues much faster there than elsewhere, it is 
made probable that the packing east of the Missouri ha 
reached its maximum, and that Chicago, like Cincinnati long 
ago, will cease to make progress in this industry, and possibly 
may pack fewer hereafter than it has heretofore, though as 
no great packing place except Kansas City has been developed 
west of Chicago (even Cedar Rapids packing fewer this 
year tnan in 1880), Chicago seems likely to preserv e 
its pre-eminence, and its relative importance among 
packing towns east of the Missouri. And while tne Kansas 
City packing is likely to increase for some time to come, it 
is almost impossible that it should ever pack as many as Chi- 
cago has for many years, because the corn and hog-growing 
country from which it draws its supplies is very much 
smaller than that which supplies Chicago. If the corn fields 
could be made to extend all over the Indian Territory and as 
far west as the Rocky Mountain, then Kansas City might 
do as much as Chicago, but in the semicircle to the west 
drawn from Kansas City as a centre with a radius to Denver, 
probably not one-fourth of the land is available for corn 
growing. 

This year is the second year that less than helf of the sum- 
mer packing has been dove at Chicago. In 1880 it packed 
55.8 per cent. of the whole number, in 1881 54.2 per cent., 
in 1884 45.8. in 188551.1, this year 46.1 per cent. But 
Kansas City packed 17.2 this year, against 4.5 in 1880, 9.5 
in 1881, 15.6 in 1883, and 16.4 last year. 

While the packing this year was larger than in any other 
except one, the exports of pork products were very much 
less than in the years previous to 1880, as we have shown 
elsewhere. The packing in the year just completed was 21}, 
per cent. more than in 1878, but the exports were 224¢ per 
cent less. The packing was a little greater than in 1881, but 
the exports were 2734 per cent. less. This is one of the things 
that go to prove that the bome consumption bas enormously 
increased with the past four years. 








The First Locomotive for America. 
During a_recent visit to England, we paid a visit to the 





works of Robert Stephenson & Co., at Newcastle on Tyne, 
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and were kindly allowed to look over many of their old books 
and drawings giving particulars of the earliest locomotives. 

The following verbatim extract from the ‘‘ Description 
Book, 1831” givesthe leading dimensions of the first engine 
ordered for use in the United States. The description was 
probably copied from an older book, and was apparently 
written in 1831. Mr. Allen has stated that he believed this 
engine, which he ordered from Stephenson, to have been the 
first with a multitubular boiler, as distinguished from the 
older eugines with a single or a return flue. While Stephen- 
son had faith in the multitubular boiler, be could not per- 
suade his countrymen to order a boiler of the new type, but 
Horatio Allen, with characteristic American disdain for 
mere precedents, gave Stephenson an order for the first mul- 
titubular boiler used in a locomotive. It will be seen, how- 
ever, that this boiler hardly deserved the name of multitu- 
bular, as it had only two so-called tubes, each 19 in. diame- 
ter. Mr. Allen has stated, however, that ‘‘the only points 
decided by me were that the boilers of the locomotives built 
by Stephenson & Co. were to be multitubular boilers, the 
dimensions of the tubes to be decided by the builders.”* Mr. 
Allen further states that the engines were built after he left 
England, and that he never saw the inside of the boilers. 
Stephenson appears to have had less confidence in the multi- 
tubular boiler than Mr. Allen, and therefore built the boiler 
with two flues instead of numerous tubes. The following isa 
verbatim copy of the description : 

‘* No. 12, Allen’s engine constructed 1828: 


er ry tore 4 ft. Lin. x 9 ft. Gin. 
Fireplace...... ne re eerie peer Fen eeepee te 4x3 
CYHTMGOTS. . 20.00 ccccrccccccescessccccoes 9in. x 2 ft. Oin. 
Chimney......... SBS ao RRR K SA nian cctmabes 1 ft. 8 in. 
a ee eee eshnecsh akeusate 14g in. x 2 ft. O in. 
. ( i Akane dali ticn sani chee gatencié<ncuieitnaea« qa woud 
gS TSE yg SE he eee 48 in. 
id Titan wen dat Sire NsEkATisNt Séees$s Jqsizdiens 4 
Angle of cylinders from the horizontal................. 33° 
IT hve 5 DideRRdscccackraweeee eds sons 1 ft. 7 in. 
Dita ns c0 cots dW ees cisss Sean reaesaprnccsiccemesir 2 
Straight.” 


This was the twelfth engine built by Stephenson. The nine_ 
teenth was ‘‘ the ‘ Rocket,’ Liverpool prize engine, construct- 
ed 1829.” 

The seventeenth was constructed for Major Whistler, and 
was somewhat similar to Horatio Allen’s engine, but had six 
wheels and a return flue. 

The ** Rocket” is described as follows in the old ‘‘ Descrip- 
tion Book ” referred to before : 


ATE ic Bi sidveecce Kanececedscsecase 3 ft. 4in. x 6 ft. O in. 
ID ooh ak ans cecceces. secceece 2 ft. 7in. x 2 ft. Oin. 
hc cai pak ecnactuaasina seen banenses -weesiees-es 8x17 
CIEE oi bic cecicdicccncce Sosbaceetsswsesecevess 1 ft. 2in 
ONS Suhieiieew ase V Utes abecwscseasc cccedsoaciveeaics 14x17 
a a whe biaNined 20 cecswescsde saad eens 4 ft. 8 in. 
TNE UU inc aie, weniace. a0¢kseewes tees 2 ft. 6 in. 
Angle of cylinders from the horizontal.... ..... ......- 35° 
Weight without water............. .2-.eeeeee 3 tons 9 ewt. 
—— Ry eer rere tae ee ere 13 ewt. 
Peddie, A eireinetiaignrasibin ds oi assiehereiesel aeboeees copper. 
Size Ne dak as Sache nesanannenasvegeasins 3 in. 
PE RC Iei caer ent cies accapnitensite wensiectenansesas 25 
CIN sascha Rik cece cccenscececsocesioses 9.424 
Pa tet Me Ae acciseoncdue Soeeenccsi vets eees 7.068 sq. in 
Distance centre to centre.............ceceeeeeeceeees 4'¢ in 
Cylinders, centre to centre..... 2.22... -eee cece 5 ft. 9in 
Wheels, centre to ceutre.... 00.02.66 02 cece eens 7 ft. 2in 
Depth outside from bottom of bviler to bottom of 
BPO wise c0ss00% PEGe. Caek nctustenuatacenaannnn 1 ft. 3 in 
I NG aii a oi bn.os tec sas Kenessencccecces 13 sq. ft 
Axies, Giamoter tm middle. ............ccccccccccesees 3 in 


Single slide valve. 

Observations. 

Outside horizontal cylinders.” 

The ‘‘ Rocket,” therefore, in spite of Mr. Horatio Allen, ap- 
pears to have been the first multitubular locomotive. Mr. 
Allen's possibly was the first in which two large straight 
flues were used instead of a single or a return flue. 

A memorandum dated July 23, 1828, made apparently by 
Mr. Allen, evidently refers to the sbarpest curve on the 
line on which his engine was to travel: ‘‘ Sharpest curve on 
main line sine to chord is 1:60."+ The chord was presum- 
ably the wheel-base of the engine, but the whole entry ap- 
pears somewhat vague, and only shows that the question of 
passing round a curve had been considered. 

The old drawings show that several points about locomo- 
tive practice are of older date than is generally imagined. 
The following show; the earliest dates at which the several 
devices named appear = the drawings : 

Driving axle-box wedge: about 1831 

Cylinders inside, canis fans being below front axle.... 1831 

CE I IIo S65. ccdeces ccs encacéesvees ce 1832 

Deflectors in$front of tubes..... .... ) 

Cock oe in bottom of exhaust-pipe - Engine ‘‘Goliath’ 1835 
iminish violence of exhaust... 

III Shi Ge Dh cond cei ccureewevicns 

Four-cylinder engine, similar to Shaw’s and Haswell’s. 


At the time of our visit, Messrs. Stephenson’s 


1842 


works were 


almost wholly engaged on marine engines, and the amountof 
locomotive work in the shops was limited to three or four 
The contrast between 
perhaps the best known English and American locomotive 
builders was striking: while Baldwin’s are fully employed, 
turning out 650 engines per annum, Stepbenson’s are nearly 
It is, however, only fair to say that the Newcastle 
works are far smaller and have for many years done a steady 
business in marine engines. Their greatest output in any one 
To judge from looking over 


locomotives and some duplicate parts. 


idle. 


year has been 72 locomotives. 
their books and old drawings, more than one-half of the tota 


number of engines built have been exported to nearly every 


part of the globe. 








The lake shipments of grain from the Northwestern mar- 
kets became comparatively small before the end of October. 


They averaged 3,174,000 bushels per week in August, 3,096, 


1848 


000 in September, 3,362,000 in the four weeks to Oct. 23, 
2,285,117 in the last week of October, and 1,816,181 in the 
first week of November. Lake shipments usually decrease 
towa1 ds the close of the season, but the decrease has begun 
alittle earlier than usual this*year. This is due chiefly, 
probably, to the demand for vessels to carry ore. 








Anu accident of no very serious nature, but a not uncom 
mon one, and one so easily avoided that it is worth especial 
attention, is referred to elsewhere in this issue. The engine- 
man of a train approaching a station at whichit was not to 
stop saw what he supposed to be the tail-lights of another 
train abead wrongfuliy on the track, reversed the engine, 
knocked out a cylinder-head, and knocked things around 
generally on the engine—all because a train safely on the 
side-track showed red tail-lights, the same as if on the main 
track. 

On the Pennsylvania and other lines a shifting or reversi- 
ble tail-light is used, which shows red when the train is on 
the main track and, by a quick turn half-way round, is made 
to show green when the train is onaside track. This is 
plainly correct in principle. The tail-lights are a danger 
signal, and it is training men in negligence to have danger 
signals regularly displayed along the line. Rather than do 
this, it is better to take away the tail-lights altogether when 
on side track, as some roadsdo. But as it practically costs 
nothing but a general order to avoid what is beyond doubt a 
real danger in several ways, as this incident shows, it is 
difficult to see why so simple a piecaution is so generally 
peglected. The next time the engineer who knocked out his 
cylinder head, as above, sees a red tail-light in front of him, 
he may conclude that a train which is on the main track is 
on the side track, and his last state will be worse than the 
first. 





rc 





The explosion of a new locomotive boiler built by a firm 
of the highest reputation is fortunately a very rare occur. 
rence, and when such an accident befalls an engine drawing 
a fast express train on a great truuk line, some astonishment 
is natural, and considerable curiosity is manifested to know 
the cause. The great majority of boiler explosions are 
caused by corrosion or furrowing having so weakened the 
plates that in one particular spot they are unable to stand 
the working pressure. The amount of corrosion in a boiler 
only one month in use must, however, be infinitesimal, and 
we must look elsewhere for the cause. Either (1) the design 
of the boiler was very faulty, or (2) the material or work- 
manship was defective, or (8) the boiler was not worked with 
proper care, or (4) the explosion was caused by some hidden 
defect the existence of which could not be detected. 

The explosion we refer to occurred Sept. 27 to an engine 
with a Wootten fire-box, built by the Baldwin Locomotive 
Works for the Baltimore & Ohio Railroad. The engine was 
running a fast express train when the explosion occurred. 
No one was killed, but the engineer, fireman and a brakeman 
were very badly injured and two passengers were hurt. The 
tender and several cars were injured and pieces of the boiler 
were thrown 100 yards from the track. 

Several hundred engines have been built with the Wootten 
fire-box, and, therefore, it is hardly probable that the explo_ 
sion could have been caused by faulty design, and the repu- 
tation of the Baldwin Locomotive Works stands too high to 
admit of any doubt as to the excellence of the material and 
workmanship used in making the boiler. Although the 
Baltimore & Ohio authorities preserve considerable reticence 
as to the exact cause of the explosion, we understand they 
admit it was caused by injudicious handling and not by any 


fault in design, material or workmanship. * Shortness 
of water will cause the failure of any locomotive 
boiler. Safety plugs, if carefully made in the first 


instance, and taken out and examined frequently to make 
sure that the fusible metal 1s not covered with incrustation, 
should do much to prevent any explosion from shortness of 
water. Fusible plugs, however, are frequently inoperative 
when wanted, and 6n the other band often are blown down 
when there is plenty of water above the fire-box crown. 
These shortcomings have brought safety plugs into disrepute, 
but a little care in the construction of the plug and the 
choice of a good fusible metal will give good results when 
the plugs are regularly examined at intervals and the incrus_ 
tation removed, and the fusible metal renewed. 

There can be no doubt that the presence of two men on the 
foot-plate, each having the gauge glass in full view, isa great 
safeguard against low water. In the Wootten and many 
other modern engines, the cab is placed entirely above the 
fire-box, and consequently the engineer has not so clear a 
view of the gauge glass and cannot form so correct an idea as 
to the quantity of water in the boiler. The regulation of the 
feed must then be left entirely in the hands of one man, and 
if he commits an oversight and allows the water to get too 
low, the other man cannot so clearly see and correct the mis 
take. This is one of the great disadvantages of separating the 
two men occupying the most responsible post on the train. On 
an ordinary locomotive each man can assist the other; the 
experienced runner can instruct and overlook a new fireman, 
and an active young fireman can assist an old runner in 
keeping a bright lookout or in pulling up a stiff-working 
reverse lever. It does seem possible that had the two men 
been together on the Baltimore & Ohio engine that the low 
level of the water in the boiler might have been detected in 
time and the explosion prevented. 








A signal to brakemen, from the engineman, other than the 
usual whistle signal, is shown by the practice of some roads 
at grade crossings to be a desideratum ; and with interlock- 





* See article by Mr. lloratio Allen, “The First Five Years o 
the Railroad Era.” in the Railroad Gazette, April 4, 1884. 
+ This is equal to a 7 deg. 38 min. curve 








ing signals will virtually be a necessity in the near future. 


| Asan extra precaution the rule is made that where grade 





is to be applied by the trainmen so as to stop the train every 
time, regardless of the signals, unless the engineman signals 
all clear (after he has seen the signal). In practice, of 
course, the road is geuerally clear, so that nearly every 
engineman announces his presence in the vicinity to the sur- 
rounding dwellers by a couple of ear-splitting blasts ; and if he 
happens to be from force of circumstances or from taste in 
agreement with the Time Convention committee’s view that 
long blasts are better than short ones, he will quite likely 
make a finished job (if it be midnight) of waking all the tired 
people in the neighborhood. Indeed, in the case of long pas- 
senger trains, in a windy night, where the surroundings are 
not favorable to the rear brakeman’s hearing the whistle, a 
long and loud blast may perhaps be the only effective way of 
getting him to release his brake. Whatever good reasons 
there may be for preferring long to short blasts for this sig- 
nal, there can be no question that where the whistling 
has to be done near dwellings occupied by ‘a criti- 
cal public,” the shorter the blasts the better for the 
peace of mind of the superintendent: and if there 
are, as on some roads (the New York, New Haven 
& Hartford, for instance), drawbridges or crossings in or 
near populous towns, wherea large number of trains must use 
this signal every day, great relief can be afforded to all con. 
cerned by the use of some simple train signal on passenger 
trains at least; freight could use the hand or lantern motion 
signal. Several—perhaps all—of the electric and pneumatic 
train signals profess to have feasible plans for signaling from 
as well as to the locomotive, we believe; but they could, we 
think, introduce a desirable modification by arranging a 
visible signal instead of an audible one for the brakeman’s end 
of the line. For this particular purpose such a one would 
be peculiarly fitted, for if the brakeman shculd forget to look 
or the apparatus fail to work, no harm could ensue; and the 
absence of noise would conduce to the mental serenity of 
‘* passengers and all hands.” 

The general subject of noisiness of signals is still far from 
satisfactorily settled, and, from present indications, appa- 
rently will not be ‘‘ downed” for a good while yet. The wide 
use of the -- highway signal develops the fact 
that enginemen who “ have no music in their souls,” and con- 
sequently cannot tell the difference between 
and - - ——— are indigenous to all climes; and the 
still larger number who cannot control their nerves well 
enough to make the signal in Jess than four to six seconds, 
leaves plenty of opportunities for superintendents to find oc- 
casions for a little familiar conversation with their runners 
whenever they desire to make a slight forward movement 
toward perfection. Such of these officers as have influential 
directors who reside near a much used whistling-post on the 
line will do well to ponder some of these little points. 























An experimental trip was begun Oct. 16 with a train of 
improved stock cars, built by the Ensign Manufacturing Co. 
of Huntington, W. Va., under the patents of its Vice-Presi- 
dent, Mr. F. E. Canda. These cars are equipped with the 
American Brake Company’s brake, the Hein coupler and 
the suspension truck, The cars are 39 ft, long, and weigh 
about 28,000 Ibs., while ordinary stock cars are 34 ft long 
and weigh about 22,000 Ibs. The Ensign car is provided 
with flexible partitions, something like the familiar flexible 
desk covers, which are let down from the roof after the cattle 
are loaded, dividing the car into eight compartments, with 
two cattle in each. There is a rack for hay and a trough for 
water on each side of every compartment, made to fuld up 
against the side of the car when notin use. Water is sup- 
plied either from a tank carried under the car, or from a 
tank on the road, and the cattle can either lie or stand. 

The train which started from Chicago Oct. 26 had 22 of 
the Ensign cars, equipped as above described, and three 
ordinary stock cars, the latter taken in crder to compare the 
effect of the two vehicles on the cattle. 

The train reached New York 61 hours after leaving Chi- 
cago, the usual halt having been made at Buffalo, in order to 
rest and feed the cattle in the common stock cars. 
With solid trains of the improved cars it is intended 
to run through without stopping in 42 to 48 hours. 
All the braking was done with the American power brake, 
and one “‘emergency stop” was made to avoid what 
seemed to be danger of a collision. Mr. Canda reports that 
the performance of the brake in this case and on other occa- 
sions, both in quick s ops and iu handling the train, was alto- 
gether satisfactory, and that thecattle were not appreciably 
affected even by the emergency stop, which indicates that 
close coupling may have greatly improved the action of this 
buffer brake. 

The effect on the cattle is reported as follows, the weights 
in pounds of four car-loads in each kind of car, when shipped 
from Chicago and when delivered at New York having been: 


Total: Chicago. - New York. Shrinkage, P. c. 
Fnsign cars......... 90,630 8,480 2.150 2.38 
Comwon cars ...... 86,950 83,260 3,690 4,27 

Per animal ; 
Ensign cars...... ... 1,416 1.382% 3346 2.38 
Common cars. 1,359 1,301 4.27 


This shows a saving in shrinkage of 1% per ym in the 
whole weight of the cattle carried in the improved cars, 
amounting to 424 Ibs. per car-load, the value of which is a 
considerable fraction ef the freight charge, and it 1s claimed 
that the average quality of the meat is enough better to 
make the cattle command a higher price. 

In one case where only half the partitions were let down, 
leaving four cattle instead of two in a compartment, the loss 
in weight is reported as 251 Ibs. each where there were four 
against 13 lbs. each where there were two. 








In an article describing two recent serious accidents. from 
runaway trains, caused by accidentally “kicking” them 





crossings are to be passed without stopping, the hand brake 


backwards at the top of a grade when backing up to couple 
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on, The Engineer says ‘‘ the hand brake had been applied, 
but was, of course, no use on falling gradients of 1 in 120 
and 1in91.” As these grades amount to only 44 and 58 
ft. per mile, such an assertion reads curiously to Americans, 
and indicates that there is something more to reform in 
English brake,practice than in substituting automatic for non. 
automatic power brakes. Every American passenger car or 
train is readily controllable by its hand brakes alone on far 
steeper grades, and not only so, but we may safely surmise 
that they are controlled by them in numerous instances 
every year, under more or less analogous circumstances, to 
the avoidance of what would otherwise be serious catastro- 
phes. In dwelling upon the great safeguard which an auto. 
matic brake is under such circumstances, however, The 
Engineer is, of course, right, and as such runaways are 
particularly liable to occur with freight trains, the advantage 
of having the whole train instantly controllable by a man, or 
any part of it, or self-controjlable in case of a broken coup- 
ling, would perhaps save more lives in the end on freight 
trains than on passenger trains. 








Record of New Railroad Construction. 





Information of the laying of track on new railroad lines 
is given in the current number of the Railroad Gazette as 
follows: 

Batesville & Brinkley.—Extended from Newport, Ark., 
north to Jacksonport, 4 mules. 

Carolina Central.—Extended from Ellenboro, N. C., west 
to Second Broad River, 11 miles. 

Charleston, Cincinnati & Chicago.—Track laid from 
Black’s, 8. C., nurthward, to near Shelby, N. C., 14 miles, 

Chateaugay.—Extended from Lyon Mountain, N. Y., 
westward to Loon Lake, 16 mules. 

Chicago & Northwestern.—The Maple River Branch is 
extended west to Onawa, Ia., 1214 miles. The branch from 
Lake City, Ia., to Wall Lake Junction is 2 miles longer 
than heretofore reported. 

Denver, Memphis & Atlantic.—Extended west to Tyro, 
Kan., 814 miles; also from Kingman, Kan., east to Penelosa, 
12 miles. 

Florida Midland.—Track laid to a point 25 miles south- 
west from Lake Jessup, Fla., an extension of 19 miles. 

Gulf, Colorado & Santa Fe.—The Dallas Branch is ex- 
tended from Celeste, Tex., northeast to Wolf City, 8 miles. 
On the main line between Fort Worth, Tex., and Red River, 
17 miles additional are reported. 

Kansas City, Memphis & Birmingham.—Extended east- 
ward to New Albany, Miss., 14 miles, and west to Waller- 
ville, Miss. , 3 miles. 

Los Angeles & San Gabriel Valley.—Extended eastward 
to Duarte, Cal., 114 miles. 

Pennsylvania.—The Schuylkill Valley Division is ex- 
tended from Pottsville, Pa., to New Boston, 1214 miles. 

Southern Pacific.—Tbe Northen Division is extended 
from Paso Robles Hot Springs, Cal., southward to Crocker, 
14 miles. 

Taylor, Elgin & Bastrop.—Completed from Taylor, Tex. 
southward to Elgin, 17 miles. 

This is a total of 18534 miles on 14 lnes, making 5,670 
miles reported so far this year. The new track reported to 
the corresponding date for 15 years has been : 





Miles. | Miles. iles. 
BONS esccee 7 UL. ae 6.649 2,102 
1885 ...- 2.364 | 1880 5,342 .. 1,150 
1884 .. 3,339 | 1879.. 3. -. 1,686 
1383. ... 5,600 | 1878 ‘ +. 3,350 
1582. me 2). eee 1,945 | 1872...... .. 6311 


This statement covers main track only, second or other 
additional tracks and sidings not being counted. 








NEW PUBLICATION. 


Useful Things to Know about Steam Boilers. By G. B. N. 
Tower, late Chief Engineer, U.S. N., Supervising In- 
spector of the American Steam Boiler Insurance Co. 


This luxuriously gotten out volume of 220 pages is pub- 
lished by the insurance company just mentioned, and, as 
might be expected from its source, is of a strictly practical 
nature, designed to spread abroad more generally a knowl- 
edge of the practical details of good boiler practice, and the 
nature of and remedy for the more common defects of design 
and of management. It is illustrated by colored plates, and 
should prove a very useful publication. 











THE SCRAP HEAP. 
Railroad Young Men’s Christian Association. 

The Detroit Association reports for the quarter ending 
Sept. 80, a total of 1,278 attendants at the Brush street 
rooms, and 1,008 at the Springwells rooms. At the latver 13 
religious meetings were held, with a total attendance of 339 
persons, 

The association at Columbus, O., reports for October a 
total attendance of 1,011 at the reading rooms. The usual 
Sunday services were held, and were attended by 525 
ersons, Three cottage —- had a total of 44 present. 

he library was well patronized and the files at the reading 
room were supplied with 476 papers. 


Dynamite on the Truck. 


A Pittsburgh dispatch of Nov. 11 says: ‘‘ Upon the arrival 
at Dubois, Pa., of the mail train north on the Buffalo, 
Rochester & Pittsburgh Railroad to-day the car inspector, 
while passengers were getting on and off the cars at the 
depot, disecvered threedynamite bombs and caps fastened 
under the springs of the rear coach. The bombs were care- 
fully removed, and there were many pale faces among the 
passengers when they learned the terrible fate they had so 
narrowly escaped. The train starts from Punxsutawney 
every morning, and it is undoubtedly at that place that the 
bombs were placed under the springs, as it only makes short 
stops between there and Dubois. It is 20 miles from the 


place of starting, and how it was possible for a train to run 
_ on ye over - soy Pag with pw + of dyna- 

ite and caps under springs of a coach is a mystery. 
and had the accident 
been very 


-four ms were in the coach, 
as intended the loss of life would have 





great. Suspicion points directly to no person as the perpe- 
trator of this deed, but the matter will be thoroughly investi- 
gated by the railroad authorities and an effort made to 
bring the criminal to justice.” 

Taking Care of the Express Safes. 


The United States Express Co., taking warning from the 
late robbery from an express car, has placed on its cars new 
fire and burglar proof safes, which are bolted to the car. The 
express messengers do not carry the keys or have the com- 
bination to the safes, and they cannot be opened by them or 
any one else on the train. They are only opened at leading 
stations by the station agent, who gets on the train for that 
purpose, and locks them again safely before the train leaves 
the station. By this arrangement all collusion between dis- 
honest messengers and express robbers is prevented, and the 
safes cannot be forced open without consuming longer time 
than would be necessary to successfully carry out the deed. — 
Cleveland (O.) Leader. 


Rather a Long Stroke. 


Mr. Grimshaw has vow in operation a pair of very fine 
tandem horizontal engiues, the cylinders being 19 and 38 in., 
respectively, with 500 ft. stroke. The flywheel weighs 23 
tons, the crank shaft being composed of Whitworth’s patent 
compressed steel, and capable of transmitting 700 horse- 
power,—Ironmonger. 


Honoring an Old Employe. 


The officers and employés of the Boston & Maine recently 
made up by subscriptiona purse of $200 for Mr. Thomas 
Dodd, for many years crossing-tender at Mill street, in Salem, 
Mass. They further arranged for a reception to Mr. Dodd at 
the hall of the Young Men’s Christian Association in Salem 
on the evening of Nov. 9, the 50th anniversary of his enter- 
ing the service of the Eastern Railroad Co. The purse was 
a to Mr. Dodd, and there was a supper and other 
speeches. 


The Express Car Robbery. 


Tn relation to the robbery of an express car on the St. 
Louis & San Francisco road (referred to on page 739, num- 
ber for Oct. 29), when the robber secured over $50,000 in 
money, a St. Louis dispatch of Nuv. 11 says: 

** The evidence in the express robbery case, so far as made 
public, goes to prove that the messenger, David S. Fother- 
ingham, was an accessory, or at least a willing victim, in 
the affair. Discrepancies in bis statements to the detectives 
indicate that he knows more of the manner in which the 
robbery was planned and executed than he would like to 
have them know, and an expert penman, who was before 
the Grand Jury last Saturday, states that the three letters 
signed ‘ Jim Cummings’ were written by one and the same 
man, and expresses his belief that that man was Fotbering- 
ham, and that he wrote them before the commission of the 
robbery. It now transpires that the messenger’s trunk was 
searched soon after the robbery, and a number offsheets of 
oomer were found covered with copies of the signature of W. 

. Barrett, Manager of the — company. It is supposed 
that the messenger became able to forge this signature so 
that he might affix it to the orders which the robber pre- 
sented which allowed him to enter the car. Altogether, it 
louvks bad for the messenger.” 


A Singular Accident. 


On the mooning: ot Nov. 16, as a drove of hogs was passing 
over a bridge leading to Allerton’s packing house in Chicago, 
the structure gave way and a number of the animals fell upon 
the tracks below and upon a passenger train which happened 
to be passing under the bridge at that moment. Some of the 
hogs were run over and killed while some broke through a 
car roof and fellinto the car, much to the astonishment of 
their brethren who were occupying two seats apiece. 


A Green Brakeman. 


D., L. & W. trainmen of late have been enjoying much 
sport with a green brakeman who has not yet familiarized 
himself with the duties of bis position. He was sent back by 
the engineer the other day to open a crossing. He accom- 
plished bis undertaking by tearing down panels of fence. He 
was next seen out on the pilot with a broom frantically en- 
deavoring to brush the fog away from the head-light so the 
a could see the rails.—Owego Record. 

erbhaps this is the same chap, who was sent ahead by a 
conductor on the Pa. & N. Y. road some time ago to cut the 
train in two. The conductor after waiting a reasonable 
length of time, also went ahead to see what the difficulty was, 
and to his astonishment found his new brakeman between two 
— hatchet in hand, cutting away at the link.— Elmira Ad- 

iser. 


A Superfiuous Jaw. 


uite a sensation was caused on a train on the New York 
& Long Branch road the other day by one of the brakemen 
picking up a package inthe car which contained the lower 
jaw of a human being. The brakeman hastily threw it from 
him, and soon imagined he saw ghosts floating through the 
car. The conductor had to be summoned into the car to pick 
up the worn-out jaw before quiet was restored. The jaw is 
now in the office at Long Branch, where the owner can 
claim it. It is supposed to have been left by some medical 
student, who probably procured it in New York. 


Her Husband Was on the Train. 


‘* Yes,” said a veteran conductor, *‘a great many women 
do flirt on the cars. I suppose that time hangs heavily on 
their hands during a long journey, and they hardly know 
what to do with themselves. Under the circumstances it is 
— natural for them to fall into conversation with their 

ellow travelers of the opposite sex, and, having made a 

beginning, it is very easy for them to become silly. Let me 
tell you about the worst case of flirting I ever saw. It was 
about two years ago, down in Ohio. On my train wasa 
young woman dressed in deep mourning, and at the begin- 
ing of her journey rages, fe heavy black veil over her face. 
She was apparently of a lively disposition—a cheerful soul, 
always disposed to look on tke bright side of life and to make 
the best even of unfavorable circumstances—and it was not 
long before she removed the veil. Soon afterward she began 
looking around at her fellow passengers, and in an hour or 
two I saw hér in animated conversation with a handsome 
young drummer from Chicago. They talked and laughed 
and exchanged cards, and really grew quite fond of each 
other, and, for all I know, made arrangements to carry on a 
correspondence. This was bad enough in itself, but what 
made it all the worse was the fact that the woman’s husband 
was on the same train, ahead in the baggage car.” 

“ The baggage agent?” 

‘** No, he was in’a long _ box in charge of the baggage- 
master.”—Chicago Herald. 


The Verdict on the Rio Accident. 


The Coroner’s jury at Rio, Wis., on the victims of the 
recent accident on the Chicago, Milwaukee & St. Paul road, 
— their labors on Nov. 9. Their verdict is as fol- 
ows : 

‘‘An inquisition taken at the town of Otsego, in the comaty 
of Columbia and state of Wisconsin. beginning on the 28 
day of October, 1886, and concluding on the 9th day of 








— 


November, 1886, before B. M. Allen, Coroner of said county 

upon the view of the bodies of Sarah C. Winters, Frank 
Gangon, Orisme Dubue, Emi] Woltersdorf, Louis Brinker, 
two nuns, names unknown to us, and other persons, the num- 
ber of whom and their names are unknown, there dead, by 
tbe jurors whose names are hereunto subscribed, who, being 
duly sworn to inquire on behalf of this state into what man- 
ner and by what means the said persons came to their 
deaths, upon their oaths do say that said persons came to their 
deaths by reason of the limited train of the Chicago, Milwau- 
kee & St. Paul Railroad going west, at the west switch of 
the south side track at East Rio, in said town of Otsego, at 
about 12:30 a, m., the said switch being open and causing 
the engine, mail, baggage, day couch and part of one sleeper 
to leave the track. We find that the above-named and un- 
known persons came to their deaths by being crushed and 
burned to death in the day coach of said train and we find 
that the said switch was left open by the negligence of C. H. 
Wells, an employé of the Chicago, Milwaukee & St. Paul 
Railroad Co. 

The finding is signed by John Buchanan, foreman, John 
Urquhart, Milo Phelps, Edwin Fisk, C. M. Morris, David 
Robertson, jurors, and 8. M. Allen, Coroner. 

Wells was arrested at the instance of the Coroner and was 
takeu before a Justice of the Peace, — with criminal 
aa. He was bound over tw appear before the Circuit 

ourt. 








TECHNICAL. 


Locomotive Building. 
The shops of the Pennsylvania Co., in Fort Wayne, Ind., are 
building several new locomotives. 

The Rhode Island Locomotive Works, in Providence, are 
very busy. The orders on hand include 3 ten-wheel freight 
engines for the Western & Atlantic; 4 freight eugines for 
the Vicksburg & Meridian; 24 locomotives for the Louis- 
ville, Evansville & St. Louis; 4 consolidation freight engine: 
and 2 shifting engines for the Louisville, New Albany ‘¢ 
Chicago: 15 ten-wheel freight engines, with 19 by 26 in. 
cylinders, for the Chicago, Milwaukee & St. Paul; anda 

orney engine, with 17 by 20 in. cylinders, for suburban 
passenger service on the Boston & Providence road, 

The Portland Co., at Portland, Me., is running its shops 
full time, and has a number of orders for locomotives. 

The Cooke Locomotive Works, in Paterson, N. J., have 
recently increased their working force, and the shops are now 


full of work. 
The Car Shops. 


The shops of the Philadelphia & Reading Co., at Reading, 
Pa., are building » number of new box cars 34 ft. long for 
the road. 

The Knoxville Car Wheel Co. at Knoxville, Tenn., is build- 
ing an addition to its works, which will nearly double their 
capacity. 

he Terre Haute Car Co. at Terre Haute, Ind., is build- 
ing a number of refrigerator cars of the Lorillard pattern for 
the Mobile & Ohio road. These cars are to be run between 
St. Louis & Mobile. 

The Laconia Car Co. at Laconia, N. H., is to build a num- 
ber of freight cars provided with the Eastman heater for a 
western road. 





Bridge Notes. 

The Birmingham Bridge Co. bas been organized at Birming- 
ham, Ala., with $250,000 capital stock, to make bridges and 
bridge iron. Messrs. J.C. Moore, of Birmingham, W. H. 
Sellers, of Dayton, O., and others are the incorporators. 

The Massillon Bridge Co. at Massillon, O., has taken a con- 
tract to build a new bridge over the Hocking River at Guys- 
ville, O., for the Cincinnati, Washington & Baltimore road. 


Manufacturing and Business. 

The Industrial Works at Bay City, Mich., have just delivered 
to the Chicago & Northwestern, three 15-ton steam cranes 
for wrecking and construction work. They have now in 
course of construction in their shops, a 20-ton steam crane 
for the Union Pacific and a steam shovel for the same road, 
and one of their extension steam pile-drivers and a steam 
shovel for the Michigan Central Railroad. 

Westinghouse, Church, Kerr & Co. are now fairly estab- 
lished in their enlarged quarters at 17 Cortlandt street, New 
York. The origin of their present business was a local 
agency fur the Westinghouse engine in 1882, in the hands of 

r. Church of the present firm, ments < bm desk room only in 
the offices of anotherconcern. From this small beginning the 
business has steadily increased until the present offices 
monupolize the entire ground floor of No. 17, with dynamo 
and testing room in the basement, and a private draughting 
room on the second floor. The concern gives employment to 
about 40 engineers, salesmen, outside superintendents and 
office employés, and through its sub-contractors to a total of 
more than 100 men. 

The National Paint Works at Williamsport, Pa., report a 
good business with an increase in orders, especially for 
bridge work. They are now furnishing the paint for the 
iron work of 6 miles of the Elevated roads in New York. 
They have recently received orders for paint for about 8,000 
new freight cars building at different shops. 


Iron and Steel. 


The Ohio Falls Iron Works in New Albany, Ind., are now 
rnnning full double turn, the repairs to the rolling mill hav- 
ing been completed. 

The National Tube Works at McKeesport, Pa., are run- 
ning double turn in all departments. Preparations are being 
made to erect a furnace for making 24-in. pipe. 

The Thomas Iron Co. will put its Keystone furnace at 
—_ Dam, Pa., in blast as soon as the repairs are com- 

leted. 
4 The two Lucy furnaces in Pittsburgh turned out 14,281 
tons of pig iron in October; No. 1 making 7,103 and No. 2 
7,178 tons. 

The Christiana Rolling Mill in Wilmington, Del., has been 
eased to Pennsylvania parties, wbo will run it hereafter. 

The Coalburg Coal & Coke Co. has increased its capital 
stock $200,000, and will build a blast furnace of 100 tons 
daily capacity at Village Creek, near Birmingham, Ala. 

The Dowling Furnace Co. has been organized in Chatta- 
nooga, Tenn., to build a blast furnace with 100 tons daily 


capacity. 
The Rail Market. 


Steel Rails.—Quotations continue steady at about $35 per 
ton at eastern mills, and it is said that orders for next year. 
already placed foot up to 675,000 tons. The Jron Age says: 
‘* Mr. Jay Gould has bought 40,000 cons of American rails 
from two Pennsylvania mills, and has taken 20,000 tons of 
Cammell (English) rails at a little over 888 at New Orleans. 
In addition to this we note 25,000 tons for a former narrow- 
gauge road now widening to stendard gauge, also taken by a 
Pennsylvania mill. The Manitoba bas bought 20,000 tons 
from an eastern mill. There were sales furthermore of 10,- 
000 tons to a new enterprise in the Northwest, given toa 
western mill, in addition to a similar lot reported before as 
taken by an eastern mill. The Union Pacific bas placed 
about 13,000 tons with two western works, and a 5, ‘ton 
lot for the Northwest was awarded to another mill. We note 
also sales to three New England roads of 11,000 tons in the 
aggregate, with others pending; 5,000 tons have been also 
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sold to Georgia. The Pennsylvania Railroad has, as usual, 
distributed its order among the three mills on its line. The 
amount is reported variously as having been between 33,000 
and 48,000 tons in the aggregate.” 

Rail Fastenings.—Quotations are unchanged at 2.40 cents 
per lb. for spikes in Pittsburgh ; 2.75@8 cents for track-bolts 
and 1,65@1.80 for splice-bars, There isan active demand 
and prices are tirm. 

Old Rails.—There is more demand for old iron rails, with 
a light supply, and quotations are $22@$28 per ton at_tide- 
water. Old steel rails are scarce, and are quoted at $22.50 
@$25 per tou in Pittsburgh. 

Car Doors. 
The Pennsylvania Co. is now building at various car shops 
1,000 box cars, and is now in the market for 1,000 more, all of 
which are to be equipped with the Wagner car door. All 
cars built by the Pennsylvania lines, whether at their own 
shops or by contract, are equipped with the Wagner door. 

The Vandalia line now equips ail of its cars, when generally 
repaired, with the Wagner car door, as well as applying 1t to 
all new cars when built. 


Petroleum as Fuel. 
The San Francisco Bulletin of Nov. 10 says: ‘‘ The ferry- 
boats * Solano,’ ‘ Piedmont’ and ‘ Julia’ again burn coal, the 
epg experiment having been abandoned. The Pacific 
ol ing Mill Co. bas alsoreturned to the use of coal. The 
pepe plan worked well, but after a short trial was found 
be so expensive that it had to be abandoned.” 


New Process for Multiplying Copies of Drawings. 
A new process has recently been introduced, which appears 
to offer certain decided advantages over blue-printing, for a 
large class of drawings at least, and which is likewise useful, 
and in fact chiefly used, as a substitute for the hectograph or 
electric pen, for multiplying circulars and letters. It may 
be best described in two words as simplified lithography. iv 
piace of a heavy stone a sheet of prepared oiled paper is used. 
which is re-inked by a hand roller for each impression for as 
many copies as desired, but can only be used once. The 
paper, however, is cheap, and a new ‘lithograph ” paper can 
prepared from any oue of the old copies at any time by 
sprinkling a powder over it. 
The original drawing or writing is made on any kind of 
paper with a srecial ink, much like ordinary ink, which can 
> used in drawing pens. On smoothing it down over the 
rchment sheet a matrix impression is made, which can be 
nked any reasonable number of times, and as many impres- 
sions taken in plain black and white. The process is clean 
and rapid, and the apparatus not expensive. It is made to 
take sheets from note to double-elephant ‘size, 26 x 40 in. It 
is being introduced by the Autocopyist Co., No. 3 Thomas 
street, New York. 


Cars Heated by Steam from the Locomotive. 
In a letter to the American Engineer, Mr. James Emerson 
says that, some 50 years ago, George Stephenson tried to 
heat the coaches of his trains by the steam from the loco- 
motive, but failed. Five years ago the superintendent of the 
Connecticut River Railroad employed him (Emerson) to try 
the pla. in order to do away with the terrible accidents so 
common through the use of fire in cars. Commencing with 
one train, the method produced so much comfort and satis- 
faction that, at the close of last winter, twenty trains each 
way per day were heated in that way, and the five years of ex- 
perience have proved the perfect practicability of the system. 

A complete train on the Boston & Albany Railroad is like- 
wise heated by steam from the locomotive by the Martin 
system, and we understand with excellent results. 


Boston Suburban Street Railroads. 


The manner in which the Lynn & Boston and the Boston 
Consolidated horse railroads are tapping each other's lines at 
various suburban points gives rise to rumors of tbeir pro- 
spective . onsolidation at no distant day. To the Lynn & 
Boston Co. belongs the credit of demonstrating possibilities 
of profit in suburban horse railroad service which were not 
thought of previously. Operating over 40 miles of road, 
mainly in the suburbs, the Lynn & Boston is constantly add- 
ing new mijieage. Its lines run from Boston to Chelsea. 
Swampscott, Peabody and Revere Beach, and it has lately 
laid tracks through the town of Saugus, and baving bought 
the Stoneham street railroad, will build a connecting link 
from Saugus through Melrose to a junction with the Stone- 
ham line. It is also extending its system into Woburn, and 
will probably build another branch from Melrose to Maiden, 
where it will tapthe Boston Consolidated. 

The latter company proposes shortly to extend another of 
its present iines in Everett to Malden, and may also build 
through Maplewood until it meets the Lynn & Boston again 
between the latter village and Saugus. The two compauies 
come together also in Everett Square and again at Wood- 
lawn Cemetery, and they employ the same tracks for their 
entrance into Bo-ton. 

Interwoven, therefore, as these two systems are, their con- 
solidation in the future is not improbable. It used to be 
argued that a horse-car service in the suburban towns could 
not be made profitable. A car between Charlestown and 
Roxbury, for instance, will receive four or five different sets 
of passengers in the progress of a single trip: but a car from 
Chelsea to Boston is occupied mainly by turouzh passengers, 
aud the car is filled but once for the entire trip. But the 
Lynn & Boston Co., with its policy of extending its system 
through the smaller suburbs, yet pays 8 per cent. dividends. 
The subject is of general interest as suggesting some of the 
future possibilities of horse railroad service in the suburbs.— 
Boston Advertiser. 


Practical Engineering Conferences, 


Recently Messrs. Westinghouse, Church, Kerr & Co. held. 
at their New York office, a general convention of their own 
salesmen and outside superintendents, together with experts 
not connected with the concern, to discuss avd settle upon 
standards to be adopted by them in their average boiler 

ractice. Among tbe invited guests were Mr. R. K. 

eMurray, Chief Inspector of the Hartford Boiler Insurance 
Co.; Geo. E. Barrus, Boston; Geo. F. Barnum. of the 
Bigelow Co., New Haven; and M. R. Muckle, Jr., of Phila- 
delpnia. 

A lengthy and interesting discussion brought out the prac: 
tical points of boiler construction, proportion, setting and 
operation, and enabled the firm to bring down its instruc- 
tions to its engineers and salesmen to a uniform basis. The 
appropriate hospitalities of the occasion were in the mean- 
time not forgotten, The firm have in view a monthly series 
of conferences on engineering subjects, the bearing of which 
will be of a commercially practical nature. This plan will 
result in great good to the concern and its clients. 


A Cable Railroad in-New York, 
The directors of the Third Avenue Railroad Co. in New 
York are ye ren the question of a cbange from horse- 
power toa cable road. The Third avenue line was formerly 
one of the most profitable in the city, but its managers con- 
fess a large reduction in receipts, due partly to elevated rail- 


road competition and partly to the strike. during which the 
y incurred the illwill of a large class‘of people, who 


com 


managers say that a reduction in expenses is necessary, and 
they expect to secure it by the use of the cable. 


Fay’s Tie-Cutting Machine. 

Messrs. J. A. Fay & Co., of Cincinnati, are building a new 
machine for preparing railroad ties. It is remarkably com- 
plete, and performs all the operations necessary for turning 
out a finished tie, being the first machine of its kind. It is 
built to the order of the Tie-Preserving Works at Laramie, 
Wyoming Ter., for the Union Pacific Railway. The machine 
cuts both ends of the tie, and so ensures a uniform length 
and fair and square ends, It also makes grooves, and has 
two sets of spotting saws. When the tie is spotted, etc., it is 
automatically passed on to the boring heads, where four holes 
for the spikes are bored automatically. The tie is then re- 
moved to the preserving works. 

Tests of a Locomotive with the Wootten Fire-box, 
The Hartford Courant contains some interesting parti- 
culars as to the trial of a Wootten passenger engine on the 
New York, New Haven & Hartford road. The Wootten en- 
gine was one of the largest class, having 21 in. by 22 in. 
cylinders, and 68in. drivers. The tractive force was thus 
142.7 lbs. per Ib. average pressure in the cylinders. The en- 
gine has about 70,000 Ibs. on the drivers and the weight of 
engine and tender completely equipped for the road is stated 
to be 206,000 Ibs. This engine ran the fast express trains. 
Nos. 5 and 50, for one week, her performance, consumption ot 
fuel and water being carefully noted. A new engine designed 
by Mr. Henney, the Superintendent of Motive Power of the 
road then ran the same trains for a week and her perform- 
ance was similarly carefully noted. Mr. Henney’s engine has 
considerably smaller cylinders, 18 in. by 22 in. and 66 in. 
wheels. The tractive power would consequently be only 108 
lbs. per Ib. average pressure in cylinders or slightly under 76 
per cent. of the tractive power of the Wootten engine. As 
will be seen from the following table, the average boiler pres- 
sure during the trials was also lower in the Henney than in 
the Wootten engine, and therefore still further reduced the 
relative cylinder power of the Henney engine. The following 
table give the results of one week's running for each engine ; 


Henvey. Wootten. 
Engioe mileage, miles.... . ce 1,212 
sar " eal ES eect ria ee a 8.123 7.455 
Average number of cars 1n train, pumber..... 6.70 6.15 
Gross consumption of coal, lbs. ...... ....... 50.680 61,090 

e “3 water, gallons...... .... 50.400 59,2501 
Coal consumed per engine mile, lbs............ 41.81 5.40 
id a ee er 6 24 8.19 
Water evaporated per lb. coal, lbs . ......... 8.292 8.U87 
Average boiler steam pressure, Ibs............ 142 66 150 
Water consumed per engine mile,Ibs. ... ... 346.5 418.9 
" - * GG, TUE ink 55 ss 51.7 68.1 


The last line in the table is very instructive, as it shows 
that the Wootten engine used fully 32 per cent. more steam 
per car mile than the Henney engine. The consumption ot 
steam is practically independent of the system of fire-box 
used, and this great discrepancy merely shows that the huge 
cylinders of the Wootten engine were far too large for the 
work to be done ona comparatively level line like the New 
York, New Haven & Hartford. he relative efficiency of 
the two fire-boxes is better shown in comparing the evapora- 
tion per Ib. of coal, and here the difference is not great. One 
pound of good bituminous coal can be made to evaporate 9 
ibs. of water, while it is difficult to evaporate more than 8 or 
81, lbs. of water with small anthracite. 

The fastest trains on the road run from New York to 
Springfield, 136 miles, in 3 hours 27 minutes, making three 
intermediate stops. This gives an average speed of 39.4 
miles per hour, including stops and an average distance of 
3114 miles between stopping stations. There are, however, 
several draw-bridges on the road, and the time lost in siack- 
ening and getting up speed again is of ccurse considerable, 
and should be taken into account in judging of the perform- 
ance. 

Final Decision of a Safety Valve Patent Case. 
A decision was rendered Nov. 15 by the United States 
Supreme Court iu the patent case of the Consolidated Safety 
Valve Co., appellant, against Erastus B. Kunkle, appeal 
from the United States Circuit Court for the Northern Dis- 
trict of Illinois. This was a suit in equity brought by tke 
Consolidated Co. to recover damages for an alleged infringe- 
ment of its patents upon an improved safety valve The 
Court holds that the defendant’s valves do not infringe the 
Consolidated Safety Valve Co.'s patents. The decree of the 
Circuit Court is therefore affirmed. 

Growth of Passenger Travel on a Boston Road. 
The report of the Boston & Providence Co. for the year 
ending Sept. 30 last says : ‘* It is hardly necessary to remind 
stockholders of the large reductions which bave taken place 
in fares since 1876, the increased mileage (with its attending 
expense) and the greater number of passengers to be carried 
to earn the same money in 1886. 
‘*The accompanying comparisons may be of interest in 
regard to passenger business. The capital was the same in 
1876 as now, and the miles of road owned and operated re- 
main the same : 





1885.86. 1875-76. Inc. or Dee. P.c. 
No of locomotives 58 2-1 16 381 
No. cf passenger 
cars aieatiie 158 i. 66 71.7 
Milesiun (passenger) 745.626 ) 212.589 39.9 
Passengers carried.. 6.119,906 I 2.144,5°8 761 
Passenger-miles A7.991'.699 I 20,042,692 52.8 
Gross pass. earn.... .$1,084.013 $871,215 1. $212,798 24.4 
Earnings per passen- 
| 1.87 cts. 2.30 cts. D. 0.43 ct. 18.7 


‘* In ten years the increase in the number of passengers bas 
been 76 per cent., while the increase of gross receipts has 
been but 241¢ per cent.” 

Ondoyant Glass. 
The Mississippi Glass Co., of St. Louis, is extending its already 
large works, and has taken up a new manufacture in orna- 
mental glass, and is making very large quantities of a peculiar 
colored glass which is rapidly coming into use for clerestory 
lights in cars and other similar purposes, and is much 
admired. The ondoyant giass much resembies cathedral 
glass, but is made by a widely different process. 

The clerestory lights used in the new cars for the Man- 
hattan Elevated were made by tbe Mississippi Glass Co. from 
designs by Mr. Louis Tiffany, of New York The handsome 
appearance of these cars, built by the Gilbert Car Works, at 
Troy, N. Y., has been much admired, and the clever blend- 
ing ot colors in the ondoyant glass gets the greatest share of 
admiration. 

A Morster Gun-Car. 
The heaviest gun at present in existence has just been shipped 
at Antwerp forItaly. It was manufactured by Krupp, is 


piece, and 264,684 Ibs. with the breech. 


running ou 32 wheels. 


and thence forwarded to Italy by sea. 





have quietly avoided the road and taken other lines. The 


46 ft. long, weighs nearly 260,000 Ibs. without the breeck- 
It arrived at Ant- 
werp on a specially constructed carriage, 105 ft. long, and 
E It was at first intended to send the 
gun overland, but the St. Gotbard Railread and other Swiss 
railroads objecting on account of its great weight, and fear- 
ing for their brides, the weapon had to be taken to Antwerp, 
Its ultimate destina- 
tion is stated to be Spezia. where it is to be mounted in one of 
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This is probably the heaviest load ever taken by one rail- 
road car, but the advance in the last 50 years has not been so 
very great. A block of granite weighing 134,400 Ibs. was 
conveyed over the old Quincy Granite Railroad in Massa- 
chusetts, in 1833, in a car with 16 wheels. The Pennsylvania 
Railroad gun-car has 16 wheels and measures 31 ft. 10 in. 
long by 9 ft. wide. 

Western Society of Engineers. 
The 230th meeting was held in Chicago, Nov. 2, 
Wright in the chair. 

Applicaticns to be admitted tomembership were received 
from Messrs. C. F. Carl Binder, Bernhard Feind ard Jobn 
Wilson. Mr, Arthur H. Bell, City Ergineer of B!oomington, 
Ill., was elected a member. 

The Secretary read a paper on Street 
by Mr. A. H. Bell. 

A circular letter from the American Society of Civil En- 
gineers was read, asking communications from this ane other 
engineering soieties on the subject of changes in the organi- 
zation of the American Society. It was understood that the 
changes had reference to an organic union of the other socie- 
ties with the American Societv, and it was voted that consid- 
eration of this matter should be made the special business of 
the next meeting. The Society then adjourned. 

Members are requested to attend the next meeting, Tues- 
day. Dec. 7, prepared to discuss the circular of the American 
Society. 


Presiden 
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®eneral Qailroad “Miews. 
MEETINGS AND ANNOUNCEMENTS. 
Meetings. 

Meetings of the stockholders of railroad companies will be 
held as follows : 
Boston & A/bany, annual meeting, at the Meionaon in 
Boston, at 11 a. m. on Dec. 8. 
Buffalo, Rochester & Pittsburgh, annual meeting, at the 
office in New York, Nov. 24. 
Cincinnati, Hamilton & Dayton, special meeting, at the 
office in Cincinnati at 10 a.m. on Nov, 80. 
Florida Railway & Navigation Co.. special meeting, at the 
office in Fernandina, Fla., at noon on Dec. 3. 
Mobile ds Ohio, annual meeting of debenture holders, at 
the office of the company, No. 11 Pine street, New York, 
Nov. 20. at noon. 

New York & New England, annual meetirg, at the office in 
Boston, Dec. 14. Transfer books ciose Nov. 27. 
Old Colony, annual meeting, at the United States Hotel in 
Boston, at 10:30 a. m. on Nov. 23. 
Peoria, Decatur & Evansviile, special meeting, in Peoria, 
Hl., Dee. 20. 


Richmond d& Danville, annual meeting, at the office in 
Richmond, Va., Dec. 8, at noon. Transfer books close 
Nov. 8 


Dividends. 

Dividends on the capital stocks of railroad companies have 
been declared as foliows : 

Delaware & Bound Brook (leased to Philatelphia & Read- 
ing), 2 per cent.,, quarterly, payable Nov. 16. 
Jowa Falls & Sioux City (‘eased to Iliinois Central), 144 per 
cent , payable Dec. 1. This company dropped from 1%4 to 
114 per cent. in September, and now drops again to 1}¢ per 
cent. 

Railroad and Technical Conventions. 
Meetings and conventions of railroad associations and tech 
nical societies will be held as follows : 

The Asscciation of Railroad Trackmen of North America 
will meet at Council Bluffs. Ia., on Thursday, Nov. 25. 

The Master Car- Builders’ Club holds its regular meetings 
atthe rooms, No. 113 Liberty street, New York, on the third 
Thursday in each month. 

The New #ngyland Railroad Club holds its regular meetings 
at its rooms in the Boston & Albany passenger station in 
Boston, on the second Wednesday of each month. 

The Western Railway Club holds its regular meetings at its 
rooms in Chicago on the third Wednesday in each mouth. 
The Western Society of Engineers holds its 1eguiar meet 
ings at its ball, No. 15 Washington street, Chicago, at 7:30 
p. m., on the first Tuesday of each month. 

Foreclosure Sales. 

The Indianapolis, Peru & Chicago road was sold in Indian 
apolis, Nov. 13, under a decree ot foreclosure gi anted by the 
United States Circuit Court, and was bought for $850,.C00 
by Mr. N. H. Swayne, Attorney for the Bondholders’ Com 
mittee (Messrs. R. G. Rolston, Jobn T. Terry and Edmurd 
E. Randolph). The read was suld subject to a prior mort 
gage for $275,000. It extends from Indianapolis to Peru, 
Ind., 74 miles, and has been for some years part of the Wa 
bash system. The mortgage under which it was sold was exe- 
cuted by the Wabash and was for $3,225,000, the bonds be- 
ing issued in exchange for the stock of the former company. 

The Chicago, Cincinnati d& Lewisville road was sold at tre 
same time and under the sam» decree, and was bought for 
$501,000 by Mr. F. W. Wh:tridge, representing the Pond 
holders’ Committee, (Messrs. Adrian [selin, John Crosby) 
Brown, D. B. St. John, F. W. Whitridge and W. W. Niles. 
The road extends from Peru, Ind , to Laporte, 73 miles ; it 
was held by the Indianapolis, Peru & Chicago Co. unde! a 
perpetual lease, and was turned over to the Wabash with 
that road. It is nuw sold under the first mortgage fo! 
$1,000,000. 

The Michigan City & Indianapolis road was sold at th 
same time and under the same decree. and was beught fo) 
$155,000 by Mr. N. H. Swayne for the Indianapolis, Peru 
& Chicago Bondbolders’ Committe». This road extends from 
Laporte, Ind., to Michigan City, 13 miles. and was operated 
by the Indianapolis, Peru & Chicago Co. until turned over to 
the Wabash with that company’s line. 

The Council Bluffs & St. Louis road will be sold in Council! 
Bluffs, la., Déc. 28. under a decree of foreclosure granted by 
the United States Circuit Court. The saie wili incluce the 
road from Council Bluffs, Ia., to the Missouri srate line, 13% 
miles, with all the equipment and other property. The pur 
chaser will be required to pay $50,000 in cash at the time o! 
sale, and on the confirmation of the sale such furtber amouitl 
in cash as the Court may require, the balance to be payable 
either in cash or in first mortgage bonds and overdut 
coupons. The road was formerly a part of the Wabash 55 
tem, but for some time past has been operated by a separate 
receiver. 

The Clarinda d& St. Louis road will be seld in Council 
Bluffs, Ia., Dec. 28. under a decree of foreclosure grant: d 
by the United States Circuit Court. The sale will ‘include 
the line from Roseberry to Clarinda. Ia., 23 miles. The pur- 
cbaser will be required to pay $2.000 in cash at the time © 
sale and the balance in cash or bonds at such time as the 
Court way direct. The road is a branch of the Council 
Bluffs & St. Louis, and was formerly a part of the W abash 
system. 


N 





Wabash Surgeons’ Convention. 
The surgeons of the Wabash ‘system: met in Kansas City. 





the ironclad ports guarding that harbor, 





Mo., Nov. 9, about 60 being- present, with President J. W. 
Jackson im the-chair.. Dr.’M.-O. Lowar, of Nort Mancbes- 
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ter, Ind., read a paper on ‘‘ The Treatment of Wounds,” and 
De. C. B. Stemen, of Fort Wayne, Ind., a paper on ‘* Anti- 
septic Surgery.” Tbe papers were discussed by Dr. Jackson, 
of Kansas City; Dr. Bird, of Quincy, Ill.; Dr. French, of 
Mexico, Mo.; Dr. Schafer, of Huntington, Ind., and others, 
At the afternoon session Dr. G. 8. Gregg, of Fort Wayne, 
lud., ina paper entitled ‘‘ Report of an Interesting Case,” 
described bow he had saved a badly crushed arm after ampu- 
tating one of bis patient’s legs. **A Case of Sciatica—Was 
it the Result of Trauma ?’ was the subject of the paper read 
by Dr. 8. A. Spillman, of Ottumwa, Ia. 
The convention adjourncd the same evening. 


New England Railroad Club. 
This club will hold meetings Wednesday, Dec. 8, at its rooms, 
Boston & Albany Station, Boston, in the afternoon at 2 
o'clock, and in the evening at 7:30. 

Subjects for discussion: In the afternoon at 2 o'clock, In- 
terchange of Cars (continued from last meeting). 

In theevening at 7:30, Standard Size of Wheel Centres for 
Steel-Tired Car and Engine Truck Wheels. 

The question of the importance of the use of steel-tired 
wheels in passenger service is being more and more favorably 
considered, making the question of standards at this time 
one of great economic proportions. 

Should there be one standard size of wheel, and if so, what 
shou'd that size be ? 

Those unable to be present are requested to communicate 
their views in writing. 

It is hoped that all interested in car and engine truck 
wheels wiil make a speciai effort to be present at the evening 


session. 








ELECTIONS AND APPOINTMENTS. 


Astoria & Tillamook.—The directors of this new company 
are: J. O. Hanthorn, J. C. Trullinger, G. Wingate, Astoria, 
ness J. W. M. Harvey, George EZ, Withington, Portland, 
Oregon. 

Ba'timore & Ohio.—At the annual meeting in Baltimore, 
Nov. 15, the following directors were chosen : m, F. 

3urns, James Carey Coale, John K. Cowen, George W. 
Dobom, F. Harrison Garrett, John Gregg. Joshua G. Harvey, 
Decatur H. Miller, John Speare Nicholas, Aubrey Pearre, 
Wm. W. Taylor. G. A. Von Singen. The only new director 
is Mr. Cowen, whosucceeds Henry Clay Smith, deceased. 


Boston & Provid2ence.—At the annual meeting in Boston, 
Nov. 17, the following directors were chosen : Henry A. 
Waitney. Taomas P. I. Goddard, William R. Robeson, Jos- 
evh W. Balch, R. C. Taft, Robert H. Stevenson, and Roger 
sott. Tie following officers were subsequently elected : 
Henry A. Waitney, President: Winslow Warren, Clerk; B. 
B. Torry, Treasurer; A. A. Foisom, Superintendent. 


Carolina, Cumberland Cap & Ch‘ceago.—The following 
directors were elected at a meeting in Abbeville, 8. C., Nov. 
3: R. E. Bowen, R. W. Haddon, A. H. Gregg, William 
McFarland, Lewis Jones. J. 8. Cothran, W. W. Sawyer, H. 
J. Epting, Dr. T. G. Croft, J. H. Duckworth, T. C. Cain. 


Central Iowa.—Mr, A. B, Clough has been appointed As- 
sistant General Freight Agent. 


Central, of New Jersey.—Mr. 8. M. Williams has been ap- 
pointed Comptroller and Secretary to the Receivers, aud 
Mr. J. W. Watson Treasurer for the Receivers. 


Chicago, Kansas & Western in Illinois.—The directors of 
this company are: Henry Botsford, Charles L. Hutchinson, 
E lson Keith, Siduey A. Kent, Wm. J. Watson, Norman 
Williams. Chicago; Isaac T. Burr, Benjamin P. Cheney, 
Albert W. Nickerson, Alden Speare, Wm. B. Strong, Bos- 
tcn. 

Cleveland, Akron d& Columbus.—Mr. H. B. Dunham is 
Acting General Freight Agent and Mr. Charles O. Wood 
Acting General Passenger Agent, Mr. E. ©. Jones, General 
Freight and Passenger Agent, having received leave of ab- 
sence for six months on account of ill health. 

Denver, Memphis & Atlantic.—The officers of this company 
are: J. J. Burns, President, Wichita, Kun.; Chas. C. Black, 
Vice-President and Secretary, Wichita, Kan.; Thos. Don- 
ahue, Treasurer, Baile Plain, Kan.; D. J. Thayer, Chief 
Eszineer and Genera! Manager, Wichita, Kan.; J. D. Dunn, 
Trainmaster, Chetopa Division, Chetopa, Kan. ; Samuel 
Huot, Trainmaster, Conway Springs Division, Conway 
Springs, Kansas, 





Duluth & Wisconsin.—The incorvorators are: E. E. Bar- 
ton, W. V. Noad. West Superior, Wis.; Albert S. Chase, 
—— Minn.; W. H. Fisher, J. H. Hammond, St. Paul, 
Minnesota. 

Elmira, Cortland & Northern.—Mr. M. A. Smith has 
been appointed Auditor in place of Mr. Edwsrd H. Mahler, 
who has gone to the Philadelpbia & Reading road. 


Evansville, Seymour & Bellefontaine.—This company has 
recently electe1 the following directors : I. N. McBeth, John 
T. Shields, S. H. Huffman, C. B. Cold, A. W. Carpenter, G. 
B. Eastin, H. C. Kimble, G. R. Hawes, J. H. Fuos. The 
office is at Seymour, Indiana. 


Florida Midland.—The officers of this company are: 
Pres'dent, Edward Page, Boston ; Secretary and Treasurer, 
C. W. Morris, Boston; Directors, John F. Cogswell, An- 
dover, Mass.: Moves W. Dorr, Elisha Whitney, John 
Spaulding, Cyrus Carpenter, C. C. Read, Boston. 


Franklin & Megantic.—At the annual meeting, Nov, 10, 
the following directors were chosen: Jobn Winder, King- 
field, Me.: W. S. Heath, Salem, Me.; J. W. Porter, Philip 
Stubbs, Strong, Me.; N. B. Bryant, S. W. Sargent, V. B. 
Wood, Boston. The board elected S. W. Sargent, President; 
Philip Stubbs, General Manager and Treasurer; Charles P. 
Bryant, Assistant Superintendent; W. F. Fogg, Cashier. 


International, of Maine.—At the annual meeting, Nov. 
li, the following directors were chosev: C. R. Burpee 
Charles F. Woodward, Bangor, Me.; George Olds, ‘Thomas 
D. Shaughnessy, Sir Donald A. Smith, Sir George Stephen, 
Wm. C. Van Horne, Montreal, Canada. 


Louisville, Cincinnati & Dayton.—The officers of this 
company are: J. C. Fawcett, President ; Charles F. Gunckel, 
Vice-President ; W. V. McCracken, Secretary and Treas- 
urer, 

Macopin.—The officers of this new company are: Presi- 
dent, Garrett A. Hobart ; Secretary and Treasurer, John R. 
Bartlett. Office in Paterson, New Jersey. 


Memphis & Charleston.—At the annual meeting in Hunts- 
ville, Ala., Nov. 11, the following directors were chosen: 
Napoleon Hill, J. C. Neely, Memphis, Tenn.; S. 8. Chamber- 
lin, Chattanooga, Tenn.; Addison White, Huntsville, Ala. ; 
R. H. Richards, Atlanta, Ga.; C. M. McGhee, Knoxville, 


Tepn.; Calvin 8. Brice, Lima, 0.; John D. McComb, Doobs | 6 


Ferry, N, Y.; Jonn T. Martin, Brooklyn, N. Y.; John G. 
Moore, Samuel Shethar, Samuel Thomas, New York. The 
new directors are Messrs. Chumberlin and Moore, who suc- 
ceed CV. M. McClung and Henry Fink. 


Minneapolis, Lyndale & Minnetonka,—Mr. F, C. Pills 





bury has been chosen President in place of Mr. 8. S. Small, 
resigned, and Mr. C. H. Benedict, of St. Paul, has been 
chosen Vice-President to succeed Mr. Pillsbury. 


Minnesota _d& Northwestern.—General Superintendent 
Raymond Du Puy issues the following, dated St. Paul, Minn., 
Nov. 1: “* Mr, Joel May is this day appointed Superintendent 
of the St. Paul Division of this railroad, with office at St. 
Paul, Minn. Theline from St. Paul, Minn., to Dubuque, 
Ia., with branch from Hayfield to Lyle, Minn., will be 
known as the St. Paul Division. From St. Pau] to Elma will 
be called the First Section, and from Elma to Dubuque the 
Second Section.” Mr. May has heretofore been Trainmaster 


of the road. 
Monadnock.—At the annual meeting in Peterboro, N. 
H., Nov. 16, this company, whose road is leased to the 


Cheshire Railroad Co., elected H. K. French, President; 
0. H. Bradley, J. H. Fairbanks, W. G. Livingstun, Peter 
Ripton, E. C. Mayer, Rodney Wallace, directors; J. H. 
Cutler, Clerk and Treasurer. 


Naugatuck.—At the annual meeting in Bridgeport, Conn., 
Nov. 17, the old directors were re-elected. Ata subsequent 
meeting of the directors the following officers were chosen : 
President, W. D. Bishop ; Secretary and Treasurer, Horace 
Nichols, of Bridgeport ; Superintendent, George W. Beach, 
of Waterbury ; Auditor, Samuel Wilmot, of Bridgeport. 


New Haren & .—At the annual meeting in New 
Haven, Conn., Nov. 16, the old board of directors and the old 
officers were re-elected. 


New York, Lake Erie & Western.—Mr. W. L. Derr has 
been appointed Roadmaster of the Delaware Division in place 
of Mr. George H. Paine, transferred to the Rochester Di- 
vision 

Norfolk & Virginia Beach.—The United States Circuit 
Court has appointed C. M. Fry Receiver. 


Ohio Valley.—At the annual meeting in Jackson, Tenn., 
Nov. 5, the following directors were chosen : W. P. Robert- 
son, John L. Wisdom, Jackson, Tenn.; J. F. Clay, Jordan 
Giles, P. G. Kelsey, Heuderson, Ky.; H. Brown, 8. 8. 
Brown, Pittsburg, Pa. The board re-elected P. G. Kelsey 
President and General Manager. 

Mr. James ape agp A has been  —~ General Super- 
intendent, with office at Henderson, Kentucky. 


Petersburg —At the annual meeting in Petersburg, Va., 
Noy. 16, the following were elected: President, B. F. New- 
comer, Baltimore ; oan lg R. R. Bridgers, Wilmington, 
v. C.; D. W. Lassiter, F. R. Scott, Richmond, Va.; H. 
Walters, Wm. T. Walters, Baltimore. Mr. Newcomer suc- 
ceeds Maj. E. T. D. Myers, who declined a re-lection as 
President. 


Port Royal & Western Carolina.—The directors of this 
consolidated company are: John Ferguson, W. L. Mauldin, 
Greenville, 8. C.; J. J. Blue, J. A. Barksdale, Laurens, 8. C. ; 
T. J. Moore. Spartanburg, 8. C.; W. A. Humphreys, Ander- 
son, 8. C.; D. C. Nelson, Beaufort, 8. C.; J. H. Alexander, 
J. B. Cumming, C. H. Phinizy, E. R. Schneider, E. F. Ver- 
dery, Augusta, Ga.; W. G. ul, Savannah, Georgia. 


Providence & Worcester.—Mr. Wm. A. Leete has been 
appointed Acting Treasurer in place of John R. Balch, de- 
ceased. 


Raleigh & Augusta Air Line.—At the annual meeting in 
Raleigh, N. C., Nov. 11, Mr. Jobn M. Robinson was re-elected 
President, with the old board of directors. 


Raleigh dé Gaston.—At the annual meeting in Raleigh, 
N. C., Nov. 11, Mr. John M. Robinson was r2-elected Presi- 
dent, with the old board of directors. 


St. Joseph & Grand Island.—Mr. W. W. Carter has been 
appointed Bridge Superintendent, with headquarters at St. 
Joseph, Mo. He was recently on the Hannibal & St. Joseph 
road. 


St. Louis & Hannibal.—General Manager E. C. Case 
issues the following circular : ‘‘ Mr. Munson T. Case having 
resigned the position of General Agent at St. Louis to accept 
service with another company, Mr. Jobn F. Weir is hereby 
appointed to fill the vacancy, with office at 214 North Fourth 
street, Hannibal, Missouri.” 


San Antonio & Aransas Pass.—The following order from 
U. Lott, President and General Manager, is dated San An- 
tonio, Tex., Nov. 8: ‘‘Mr. B. F. Yoakum has this day been 
appointed Assistant General Manager, in full charge of the 
operated lines of thiscompany. All parties interested will 
govern themselves accordingly. All matters pertaining to 
we will, as heretofore, be referred to the under- 
signed. 

Under date of Nov. 9 Mr. Yoakum issues the following: 
“Mr. J. A. Creaser bas been appointed Trainmaster of this 
company. Heads of departments, in maintenance of wav, 
foremen of bridges and — all empioyés in train ser- 


vice, will report to him an governed by his instructions 
accordingly .” 
Southern. Central—At the annual meeting in Auburn, 


N. Y., Nov. 11, the following directors were chosen : 
Thomas C. Platt, E. P. Wilbur, J. N. Knapp, William Stev- 
enson. H. L. Storke, John A. Thomas, E. D. Clapp, Jeremiah 
P. Cady, Wiiliam I. Cornwell, John Taylor, D. A. Smith. 
James G, Knapp, E. R. Robinson. he board re-elected 
T. C. Platt. President ; John N. Knapp. Vice-President ; H. 
L. Storke, Treasurer ; Dexter A. Smith, Secretary. 


Toledo, Ann Arbor & North Michigan.—The following 
changes are officially announced: *‘ Mr. B. Conners is 
appointed Master of Transportation, with headquarters in 
Toledo. He will have cbarge of the movements of trains, 
the disposition and ge oe lyf of cars, and _ direction over all 
conductors. baggage and brakemen. Mr. C. C. Dodge is 
appointed Master Mechanic. His headquarters will be at 
Manhattan Junction. He will have charge of all repairs, 


? | engines, cars and direction over all shop employés, engineers, 


firemen and car in tors. Mr. H. Smith is appointed 
Supervisor of bridges, buildings and water stations. His 
headquarters will be at Azalia, and will have charge of all 
employés engaged upon work on these structures. Mr. 
George L. Davis is appointed Roadmaster. His headquarters 
will be at Toledo. He will have charge of all work on road- 
way and track, including fences, and direction over all em- 
ployés engaged on such work.” 


Union Pacific.—Dr. G. W. Perkins has been appointed 
Division Surgeon for the Wyoming Division, with office at 
Ogden, Utah. Dr. D. T. Sturdevant has also been appointed 
Surgeon for the,Kansas Division, to succeed Dr. John Wel- 
don, resigned. 


Valley (Ohio).—Mr. George C. Berry, Jr., is appointed 
Assistant Auditor and Paymaster, with office in Cleveland, 
Mr. F. E. Smith succeeds Mr. Berry as agent at Akron, 
Ohio. 

Valley (Virginia).—At the annual meeting in Staunton, 
Va., Nov. 15, the following were elected: President, Samuel 
Spencer; Directors, Decatur H. Miller, Osmun Latrobe, 


‘Henry Duvall, R. W. Burke, W. A. Anderson, J. J, Allen, 





— 4 


Wabash, St. Louis & Pacific.—Mr. A. W. Quackenbush 

has been appointed Master Mecvanic in charge of the nope 

at Moberly, Mo. Mr. Caleb Remmel will succeed Mr. 

Quackenbush as Master Mechanic of the Detroit Division. 
Mr. Charles 8. Crane has been appointed Assistant Gen- 

od Passenger and Ticket Agent, with headquarters at St. 
uis. 


Worcester Excursion Car Co.—The following circular 
from Pres, Jerome Marble is dated Worcester, Mass., Nov. 16: 
“On account of the resignation of General Superintendent W. 
H. Shuey, the office of this company at No. 116 Broadway, New 
York, will be discontinued from . 1, until further notice. 
All communications relating to the operating department of 
this company should thereafter be addressed to this office. 
Mr. Shuey’s resignation has been insisted upon by him, in 
order that he may engage in other business, and it has been 
accepted with reluctance.” 


PERSONAL. 


—Mr. R. F. Wilson has resigned his position as General 
Passenger Agent of the New York, Rutland & Montreal. 


—Mr. 8. 8. Small has resigned the Presidency of the Min- 
neapolis, Lyndale & Minnetonka Co., on account of a pres- 
sure of private business, 








—Mr. John J. Fowler, Eastern Passenger Agent of the 
Wabash, St. Louis & Pacific at Philadelphia, died in that 
city. Nov. 2, of consumption. He had beeu with the Wabash 
road 12 vears. 


—Mr. W. B. Shattwe, General Passenger Agent of the 
Ohio & Mississippi road, bas declined the commissionership 
of the Southwestern Passenger Association, which was re- 
cently offered him. 


—Mr. W. W. Carter has resigned his office as Bridge Sup- 
erintendent of the Hannibai & St. Joseph to accept a similar 
position on the St. Joseph & Grand Island. He had been 
with the former road for lo years. 


—Mr. George Stephens, General Purchasing Agent of the 
Louisville, New Albany & Chicago Co., has resigned that 
position, to date trom Dec. 1. Mr. Stephens, it is ucder- 
stood, has accepted a position on the Ohio & Mississippi. 


—Mr. E. C. Jones, General Passenger and Freight Agent 
of the Cleveland, Akron & Columbus road, was compelied on 
account of ill health to go to Colorado for several months re- 
cently, and now goes to California to remain until next June. 


—Gen. E. P. Alexander, well known as a railroad man 
from his former connection with the Georgia, the Louisville 
& Nashville and other Southern roads, is formally announced 
as a candidate for President of the Central Railroad Co. of 
Georgia, in opposition to the present management. 


—As we go to press the death of Ex-President Chester 
Allan Arthur is announced. President Arthur is best known 
by bis public life and his career as a lawyer, which will be 
sufficiently commented on in the daily papers. It has been 
understood that, if he should recover bis health, he would 


take a ecw part in furthering the plans of the New 
York District Co. for an underground railroad in New 
York city. 


— Mrs. Dorcas Chapin, widow of Chester W. Chapin, for- 
merly President of the Boston & Albany railroad, and mem- 
ber of Congress, died in Springtield, Mass., Nov. 14, at the 
age of 85. She was born in Chicopee, was married in 1825 
aud came to Springfield in 1830. She leaves three children 
—Margaret, wife of President Bliss of the Boston & Albany 
Co.; Anna C., wife of Vice-President James A. Rumrill of 
the Boston & Albany, and Chester W. Chapin, Jr., of New 
York. Since her husband’s death, in 1883, Mrs. Chapin has 
lived in retirement, ever stretching out her hand in benev- 
olence. Of her gifts, the City Library bas received $10,000 ; 
the Home for the Friendless, 33,000 ; the Oid Ladies’ Home, 
3,000 ; the Cemetery Association, in the form of a memorial 
chapel, $20,000 ; the local Unitarian society, $11,000 for a 
parsonage, and Amherst College, in funds, paid to make good 
the depreciation of securities given by her husband, $23,000, 
and beyond these public benefactions there were many others 
which instinctive modesty prompted her to keep unknown. 








TRAFFIC AND EARNINGS, 


Chicago Shipments Eastward. 


The Board of Trade reports east-bound shipments from 
cago for the week ending Oct. 30 as follows, in tons : 





Tons. P.c. | Tons. P.c. 
Chi. & Gd. Trunk.. .2,939 7.9} Pitts., Ft. W. & C...7.290 197 
Mich. Central........4,444 12.2) Chi., St. L. & Pitts..6.657 18.0 
Lake Shore... ..... 544l 14.7 | Balt. & Ohio..... .. 2,620 7.1 
N. Y.. Chi. & St. L..4,046 10.9] C. Ind, St. L. & C..3,515 95 


The statement includes local as well as through shipments. 
The total for the week was 37,051 tons, being a decrease from 
the previous week of 4,832 tons, or 11.5 per cent. The ship- 
ments were the lightest for six weeks. The falling off was 
probably due in part to the strike at the stock-yards. 

Shipments for eight weeks past by these reports have been, 
in tons : 

——_—_ —-——_ — -—— --— Week ending —— —_ —- ——-- . 
Sept. 25. Oct. 2. Oct. 9. Oct. 16. Oct. 22. Oct. 30. Nov. 6. Nov. 13. 
36.023 36,122 43,556 41.347 45,820 46,688 41,883 37,051 

Shipments by the Chicago & Atlantic road are not in- 
cluded above ; the through tonnage by that line for the week 
1s given at 4,685 tons. 

Indianapolis Car Movement. 

The weekly dispatch froza Indianapolis says: ** The train 
record: show that in the week ended Nov. 18 there were 474 
more loaded cars received and forwarded than in the week 
ending Nov. 6,and 1,790 more than in the corresponding 
week of 1885. In east-bound there was an increased move- 
ment, but it was made in increased shipments of live stock. 
The grain tonnage carried was about the same as in the pre- 
ceding week. Since the advance in lumber rates shipments 
of this class of freights have been light west-bound.” 

The total number of cars, Joaded and empty, received and 
forwerded for the week was 21,671, against 20,506 for the 
preceding week, and 20,178 for the corresponding week last 
year. 


Southern Kansas Pool. 


The roads iuterested in the formation of the new Southern 
Kansas pool selected as arbitrators to decide on division and 
basing rates Messrs. George R Blanchard, Commissioner of 
the Central Traffic Association; E. P. V.ning. Com nissioner 
of the Western Trunk Lines Association; J. Waldo, Commis- 
sioner of the Texas Traffic Association, and Witliam Duncan, 
General Freight Agent of the Ohio & Mississippi. Subse- 
quently Mr. Blanchard said that he would be unable to serve, 
and Mr, George M. Bogue, of Chicago, was chosen in his 
lace. 

PE Chicago-D hio River Pool. 

At a meeting held in Chicago, Nov. 17, the Executive Com 
mittee of the Chicago-Obio River pool agreed to continue for 
one year, from Dec. 31, the five suo-pools forming the gen- 
ral association. The Louisville, New Albany & Chicago, 
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and the Pennsylvania, each received an increase of 2!¢ per 
cent. in the Chicago-Louisville freight pool. When the affairs 
of the sixth pool were taken up less progress was made. An 
attempt was made to change the percentages of the Evans- 
ville & Cairo lines, and the result was the appointment of a 
conference committee on the subject, with instructions to re- 
port to an adjourned meeting. 


A New Lake Steamer Line. 


The Baltimore & Ohio Co. has concluded negotiations with 
Detroit parties, represented by Mr. Thomas Adams and Mr. 
Jesse H. Farwell, to place next season a line of propellors to 
be run between Sandusky, O., and Duluth in connection with 
the Baltimore & Ohio road. It is said also that arrange- 
ments will be made fora line from Fairport, O., to Mar- 

uette, which will be chiefly used to carry ore to Fairport, 

rom which . the Baltimore & Ohio now controls a line 
to Pittsburgh. 


Southern Railway & Steamship Association. 
The Rate Committee met in New York Nov. 11, and con- 
tinued in session on Nov. 13. The work of the Committee 
was principally of a routine nature, readjusting local rates 
and classifications. A petition was presented from the mer- 
chants in New York and Macon, asking that cotton piece 
goods may be placed in a lower class than at present. 

The Executive Committee also met in New York, Nov. 12, 
but transacted no business of special importance. 

The Rate Committee of the Southern Railway & Steamship 
Association at its last meeting fixed rates on fertilizers; 
— rates are as follows to leading points, per ton of 2,000 

S. : 





Charleston and 
Savannah. Wilmington. Norfolk. 
2.00 $2 25 2.75 
55 3.85 
3.85 
3.85 


4.50 


Birmingham ..... ....... 
Montgomery..........-... 
Meridian 

Deca 


Basing rates to points beyond ; 
Chattanooga, Rome and 

Daiton 3.25 
3.70 4.00 4.00 

These rates took effect Nov. 1 and are expected to continue 
through the season. 


Coal. 
Coal tonnages for the week ending Nov. 6 are reported as 
follows: 


1886. 
718,564 


1885. Inc. or Dec. 
. 786,322 D. 67.758 8.6 
291,955 258,333 I. 33,622 13.0 
85,784 55,129 I.) «30,655 = 55.7 

The demand for anthracite continues active. There has 
been some talk of another increase in prices, but such action 
does not seem probable at present. 

A meeting of bituminous coal shippers was held in Balti- 
more last week, at whieh committees were appointed to pre- 
sent some plan for regulating the trade. 

The coal tonnage ot the Baltimore & Ohio Railroad for the 
year ending Sept. 30 was : 


P.c. 


1884-85. 
443.544 
3,043,626 


3.487 170 
2'003 982 


1885-86. 
Co.’s use 489.361 
commercial... .3.184,088 


Total Main Stem 3,673,448 
Pittsburgh Division 2,427, 38 
Trans-Ohio lines 1,329,681 909,594 420,087 


7,430,367 6,400,746 1,029,621 16.1 
Of the Main Stem commercial tonnage last year 2,237,448 
tons were carried to Baltimore and 946,639 tons delivered at 
local or western points. The large increases on the Pittsburgh 
Division and the Trans-Ohio lines are notable. Coke is in- 
cluded in coal. 
f = Louis coal receipts for the ten months to Oct. 31 were, 
in tons: 


P.c 
10.3 
4.6 


Increase. 
45 817 
140.461 


186,278 
423.256 


Main Stem, 


5.3 
21.1 
46.2 





1855. Inc or Dec. P.c. 
1,637,955 37 4.3 
41,860 10.0 

pb 


D. 28,841 
Southern Illinois 


1886. 
ere webenecces 1,567,254 " 
WOK 5a ct.cnns as ia Sagtaren 83,578 41,718 I. 

1,650,832 1,679,673 

The greater part of the coal comes from 
by rail. 

San Francisco coal receipts in October were 155,521 tons. 
The total receipts for the ten months to Oct. 31 were 791,721 
tons, of which 14,581 tons were Eastern (anthracite and 
Cumberland) ; 156,997 tons English ; 191,217 tons Austra- 
lia, and the balance Pacific Coast coals. The receipts were 
all by water. 

Pennsylvania Railroad coal tonnage for the week ending 
Nov. 13 was: , 

Coal. Coke. 
162,893 82,416 

77,144 575 


Total. 
245,309 
77719 


1885. 
218 459 
110,133 


Line of road.... .... 
From other lines 





Total 240,037 82,991 323,028 228,592 
Year to Nov. 13....10,024.911 3,029,245 13,054,156 12,073,612 

Decrease for the week, 5,564 tons, or 1.7 per cent.; in- 
crease for the year, 980,544 tons, or 8.1 per cent. 

Cumberland coal shipments for the week ending Nov. 13 
were 57,735 tons. Total to Nov. 13 this year, 2,166,353; 
last year, 2,422,223; decrease, 255,870 tons, or 10.6 per 
cent. 

Cotton. 
Cotton movement for the week ending Nov. 12 is reported as 
follows, in bales : 

Interior markets : 1885. Inc. or Dec. 
Receipts..... TEE eR 173,210 I. 21,647 
Shipments i 149,923 IL. . 
ee. er eee 279,93L I 13. 

232.061 I. 1 
144,415 D. 389 
787,438 760,910 D. 

The total movement from plantations for the crop year to 
Nov. 12 is estimated at 2,346,739 bales, against 2,372,173 
last year, 2,292,014 in 1884, and 2,456,221 in 1883. 

East-bound Freight Rates. 
At its meeting in Chicago, Nov. 17, the Central Traffic Asso- 
ciation adopted a recommendation to the trunk lines 
that east-bound freight rates be advanced for Dec. 1 to the 
basis of 30 cents on grain Chicago to New York. There was 
some opposition to this resolution. 


Fast-Bound Passenger Rates. 


A Chicago dispatch of Nov. 16 says: ‘“‘ The meeting of the 
Passenger Department of the Central Traffic Association, 
held at Assistant Commissioner Daniels’ office to-day, was 
fully attended, nearly every important line in the association 
being represented by its general passenger agent. There 
seemed to be a desire on the part of the representatives of 
the various roads to bring about such action as would insure 
the maintenance of east-bound sepgor rates hereafter. 
After some discussion it was decitied that, commencing this 
morning, all east-bound onw rates from Chicago shall 
be restored to tariff. and that the resolution restoring the 
rates carry with it the redemption agreement adopted at the 
Cincinnati meeting, Nov. 3. The Chicago & Atlantic voted 


7. 
0. 
0. 





for this resolution, and consequently will act with the other 
roadsin the association hereafter and abide by the agree- 
ment. Mr. France Chandler, General Passenger Agent of 
the Wabash, was elected Arbitrator to arbitrate the question 
of east-bound passenger rates from Louisville. It was also 
agreed that the roads in the association should hereafter re- 
quire their full proportions of tariff rates from western con- 
nections, so as to prevent the cutting of through rates by 
connecting lines.” 


Railroad Earnings. 


Earnings of railroad lines for various periods are reported as 
follows: 

Ten months to Oct. 31: 

1886. 1885 

Bur., C. R. & No. $2,335,860 $2,513,599 
California South. 566,269 
Cape F. & Y. Vy. 184,486 171,334 
Central Iowa. 1,065 671 1,055,935 
Cin, J. & Mack.. 149.423 183 
Cin.,N.O.&T.P. 2,319,733 2,167,161 
Cleve., Ak. & Col. 443,891 419,922 
Cleve. & Canton.. 296.253 242,316 

Net earnings.... 83,562 47,065 
Col. & Cio. Mid.. 262,35 2 
Den. & R. G. W.. 851 663 
Ft. Worth & D.. 340,394 
Gulf, Col. &8. F.. 1,760,708 
Hous. & Tex. C.. 2,311,074 
Lilinois Central: . 

lL. lines 5,459 611 

So. Division.. .. 3,057,283 

1,421,352 


Iowa lines.... . 
Ind., Dee & Spr.. 348.193 


K. C., Clint. & 8. 

K.C..Ft 8 &G. 

K.C.. Spr. & M... 

Lake Erie & W... 

Lebigh & H.R... 

Marg., H. & O.. 

Mem. & Charles. 

Mich. & Obio..... 

Minn. &N. W.... 70,7 

Nash., C. & St. L. 1,957,053 
Net earnings. .. 782,202 

N.Y. City & No.. 458,222 

St. L., A. & T.H.: 

Main Line 
Belleville Line.. 

St. L., Ark. & T... 

Texas & Pacific... 

Tol. & Ohio Cen.. 

Wisconsiu Cent... x 
Min.,S.C.& W. 225, 19% 
Wis & Minn... 243,453 
Nine months to Sept 30: 

Bur., C. R. & No. $2,019,656 
Net earnings... 486,017 

Camden & Atl... 
Net earnings... 

Cape F. & Y. Vy. 
Net earnings... 

Dan. & Norwalk.. 

Denver & R.G... 
Net earnings... 

Des. M. & Ft. D.. 
Net earnings.... 

Maine Central.... 
Net earnings... 

Mil.,L.S. & W.. ,690, 
Net earnings. .. 31,138 

Mion. & St. L.... 1,087,681 
Eight months to Aug. 31: 

California South.. 

Deficit 4 

Central Pacific.... 214.5 $ 
Net earnings. .. . 3 

c..0..C @i.. 

Net earnings... 
Month of August: 

California South. 

Net earnings ... 

Central Pacific... 
Net earnings. .. 

a... ©., &. 

Net earnings. .. 180,232 
Month of September: 
E N.Y. & P..  $238,28 


Inc. or Dec. P. 


D. $177,739 
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109,139 
339,323 

71.116 


Perret 


bet 2D 
Qun=— 


o 


5,350,472 
3,396,606 
1,350,236 

297,898 
2,116,100 
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606,226 
468.866 
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330,139 
170,151 


$1,370,516 
824,162 
341,161 
102,328 


$187,302 
46,5 


,N. $238,398 
Net earnings... 
Bur., C. R. & No. 
Net earoings... 
Cairo, V. & C 
Net earnings.... 
Camden & Atl.... 
Net earning-... 
Capek. &x.V.. 
Net earnings... 
Dan. & Norwalk. 
Den. & R.G..... 
Net earnings... 
Des M. & Ft. D... 
Net earnings... 
Maine Central.... 
Net earnings. .. 
Me. 4.0.2 3... 
Net earnings... 
Minn. & St. L.... 
Net earnings. .. 
Mion. &N.W... 
Net earnings... 
Month of October: 
Beech Creek. .... 
Bur., C. R. & No. 
California >. 
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Cape F. & Y. 
Central Iowa. 

Cin.,H & Day... 

Mack. 

&T.P. 


Sow: gr: 
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Cleve. & Cauton.. 

Net earnings... 
Den. & R. G. W.. 
Fla. Ry. & N..... 
Ft. Worth & Den. i 
Gulf, Col.& S. F. 261, 
Hous. & Tex. C... 378,265 
Illinois Central: 

639,782 


Nl. tines 
434,705 
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446,573 
646,420 
66,296 


Some 
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Manhattan Elev.. 
Ma q., H. Re 66 
Mem. & Charle.. 
Minn. &N.W.... 
Nash., C. & St. L. 
Net earnings... 
N.Y. City & No.. 
St.L.,A & T.H 
Main Line.... . 
Belleville Line. . 
St. L., Ark. & T.. 
Texas & Pacific .. 
Tol., A.A. & NM. 
Tol. & Obio Cent. 
Wisconsin Cent 
in., 8. C. & W. 
Wis. & Minn... 
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25,751 
191,846 
76 065 
45,370 
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First week in November : 
1 


Buff., Roch. & P.. $28,273 
Cairo. V. & C 5 
Canadian Pacific. 
Chic. & Alton.... 
Chic. & Atlantic... 
Chi. & East. Ill.. 
Chic. & N. W.... 


wo | 
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‘ : e.. 
Illinois Central... 
Towa lines. ‘ 
Louisv. & Nash.. 
L., N. A. & Chic . 
il. & Northern.. 
Norfolk & West.. 
Onio & Miss... .. 
St. L. & San F... 
St. P. & Duluth.. 
Wab., St. L. & P.. 

Second week in November : 
Chi... Mil. & St. P. $621,000 
Den. & R.G..... 168,000 
Mil.,L. 8. & W.. 5,460 37.9 
St. Louis & San F. 112,900 Ll 

Weekly earnings are usually estimated in part, and are 
subject to correction by later statements. The same remark 
applies to early statements of monthly earnings. 
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RAILROAD LAW. 


Tracks in City—Municipal Ordinance. 

In the case of the City & Suburban Railroad Co. against 
the Mayor and Corporation of Savannah, the Georgia Su- 
preme Court affirms the judgment of the lower Court, bold- 
ing as follows : 

1. Under a provision in the charter of a municipal cor- 

ration giving it power ‘‘to make, ordain and establish such 

y-laws, ordinan-'es, rules and regulations as shall appear to 
them requisite and necessary for the security, welfare and 
convenience of the said city and its inhabitants, and for pre- 
serving health, peace and good government within the limits 
of the same.” the municipal authorities were authorized to 
= an ordinance requiring street railroad companies to 

eep their tracks watered so as to lay the dust, and imposing 
a fine for failing so to do. 

2. The defendant in this casewas a successor of the Savan- 
nah, Skidaway & Seaboard Railroad Co., the charter of 
which only granted the right to construct the road outside of 
the city ; and an ordinance passed in 1868 gave it the power 
to construct and run within the city limits ; and in that or- 
dinance it was provided that said company and its agents 
shall be under the same police regulation and liable to fine as 
other persons for violation of the ordinances of the city of 
Savannah, which was confirmed by the General Assembly. 
Therefore, the defendant was subject to such an ordinance by 
its charter. Even if the company had not so submitted itself 
to the police regulations and ordinances of the city on enter- 
ing it, it would be subject thereto. 

3. An ordinance requiring all companies operating street 
cars in the city to water their tracks soas to keep the dust 
laid, was not so partial and wanting in generality as to viti- 
ate it. 








OLD AND NEW ROADS 


Allegheny Valley.—Mr. John Scott and Mr. W. H. 
Barnum, Receivers of this road, have filed an answer to the 
petition recently presented to the Court by D. S. Jones and 
others, income bondholders, in which they deny the charges 
made in the former petition, and say that the road has nut 
been run in the interest of the Penasylvania or any other 
company, but has been operated, as far as possible, to secure 
the best results from the property. They also claim that 
they have faithfully attended to their duties, and have not 
either of them been incapacitated for performing them by 
sickness or otherwise for any length of time. 

Anniston & Atlantic.—This road is now ompleted to 
Syllacauga, Ala., 6 miles beyond the late terminus at Syca- 
more and 15 miles from Anniston. Work is to be begun on 
a further extension of 6 miles. 


Atlantic & Pacific.—The Boston Advertiser of Nov. 
11 says: ‘‘ The details of the Atlantic & Pacific guarantee 
are now practically completed, and we are now at liberty to 

ive the following facts in regard to the arrangement which 
as been entered into by the three companies : 

** 1. The adoption of the plan is contingent upon its being 
accepted by a majority of the bondholders on or before Dec. 
27, 1886. The new bonds will be dated Jan. 1, 1887, run- 
ning 50 years, and the total issue will amount to $20,- 


‘*2. As the coupons upon the Western Division 6s are now 
payable in July and January, and the coupons upon the Cen- 
tral Division 6s are now payable in March and September, 
$20 in cash will be given with each $1,000 Western Di- 
vision bond and $13.33 with each Central Division bond to 
adjust the interest to Jan. 1, 1887. 

**3. The separate guarantee of the St. Louis and San Fran- 
cisco and the Atchison, Topeka & Santa Fe companies, by 
which each copens guarantees one-half the principal and 
interest of each bond, is to be stam upon every bond. 

‘*4. The Central Division is to completed at once toa 
junction with the Southern Kansas extension through the 

ndian Territory, and the Central Division of the Atlantic & 
Pacific is to be operated by the St. Louis & San Francisco. 

‘*5. The Western Division is to be operated hereafter by 
the Atchison, Topeka & Santa Fe. 

**6, The California Southern is to have a traffic rebate 
from the Atchison, Topeka & Santa Fe. the St. Lows & San 
Francisco, and the Atlantic & Pacific companies upon 
all business coming to or from the line over those 
roads. This rebate is demanded from the fact that the Cali- 
fornia Southern will originate and receive a great deal of 
business of which it will only get a short haul itself, but will 
furnish a long haul for the other roads. 

“7, All the earnings of the Atlantic & Pacitic above 4 per 
cent, will go to pay past and future arrears of interest, and to 
clear off the floating debt. The Western Division 6s mature 
in 1910, and the new 4s will run to 1987. While no definite 
provision was made as to the disposition of the earnings 
above 4 per cent. after all arrears of interest have been paid, 
there can be no doubt that such excess of earnings will be- 
long to the holders of the junior securities—incomes and 


stock. 

‘*In fact, it is intimated that the Atchison, Topeka & 
Santa Fe and St. Louis & San Francisco companies have 
been offered above the present market price for the balance 
of Atlantic & Pacific stock up to $100,000,000, now anthor- 
ized but not yet issued.” 


Baltimore & Ohio.—Work has been begun on the 
building of a second track on the Metropolitan Branch, and 
it ise ted that by next spring the line will be double track 
from Washington to Gaitherburg, a distance of 20 miles. | 

The company is now building a branch from the main line, 
8 miles west of Oakland, Md., along the Youghiogheny 
River, to a large tract of timber land owned by the com- 
pany. This branch will be about 814 miles long. It is said 

hat it will be extended hereafter to Yough Manor, some 9 
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miles further, running through a large tract of heavy tim- 
ber and reaching some coal lands not now devel The 
probability is that the road will be continued gh to 
Confluence, on the Pittsburgh Division, in time. 


Batesville & Brinkley.—This road is now completed 
to Jacksonport, Ark., 4 miles north of the late terminus at 
Newport and 60 miles from the southern terminus at Brink- 
ley. The trains began to run to the new terminus on Nov. 8 


Beech Creek.—The Reorganization Coramittee will pay K 


a dividend of 5 per cent. to the stockholders of the old Beec 
Creek, Clearfield & Southwestern Co. from the surplus re- 
maining in its hands after winding up the affairs of that com- 
pany. 

Boston & Maine.—This company’s statement to the 
Massachusetts Railroad Commission for the year ending 
Sept. 30 gives the following figures : 

Earnings ($13,471 per mile)..... . .......ecceeesseevee ae 


: Expenses (63.2 per cent.)........c.cce-sccccescccce ... 4,767,300 

Net earnings ($4,958 per mile).... ...............- ... $2,776,391 
RED sa03355. Scccs sce caue ce tee Sr as abeeaee $289,934 
ON an ee ae 1,365,117 
Eastern R. R. prop >rtion of surplus.......... 421.340 
Dividends, 84 per cent........  20....-.ceceee 595,000 

—_——_ 2,671,391 

Balance, surplus for the year....... .s0.csecseeeeceees $105,000 


No comparisons are made, as the company during the 
year operated the Worcester, Nashua & Rochester road for 
nine months, and its earnings are included above, but not in 
the previous year. 


Buffalo, Rochester & Pittsburzh.—This company 
has decided to make its principal repair shops ut Bradford, 
Pa., the present shops at Rochester and Buffalo being retained 
only for light repairs. The division headquarters for both 
divisions will also be located at Bradford, and all train-dis- 
patcbing will be done from that point. 

The statement to the New York Commission for the quar- 
terending Sept. 30 is as follows: 














1886. 1885. Inc or Dec. P.c. 
Earnings.... .... oo $383,563 $350,423 I. $83.140 9.5 
MI si.cn asc tenn ccm ctoue 256,995 236,902 I. 20,093 85 
Net earnings....... ..... $126,568 $113,521 I. $13.047 11.5 
Other receipts........ ..... 92.000. ..... coo SEP duos 
Total income..... ....... $218,568 $113,521 I. $105,047 92.1 
Interest, renta!s and taxes. 108.666 122,202 D. 13,536 11.1 
Ss 554 cae cenasactae $109,902. *§8,681 I. $118,583 
* Deficit. 


The large item of $92,000 under ‘ other receipts” is not 
explained. Without it, the quarter this year would show a 
surplus of only $17,902. 

he appointment of a receiver for the Rochester & Pitts- 
burgh Co., noted last week, is understood to apply only to 
the old company and to such assets as may remain in its 
possession. 


Cairo, Vincennes & Chicago.—The statement of 
earnings for the month of September is as follows: 

1886. 1885. Inc.ordec. P.c 

Earnings. .. .. ......... .... $38,525 $43,965 I. $14.560 33.1 

| EES EER Eee 44,006 35.932 I. 8,074 22.4 


Net earnings......... ..... $14,519 ~ $8,033 i. ~ $6,486 80.8 
Per cent. of expenses........ 75.2 812 D. i ae 

Expenses include taxes. This line continues to show a very 
large increase. The earnings for September this year were 
$221 gross, and $55 net per mile. 


Canadian Pacific.—The mason work and substructure 
of this company’s new bridge over the St. Lawrence River 
at Lachine, near Montreal, was completed Nov. 12, a little 
over two weeks ahead of the contract time. The sub- 
structure includes 12 piers, containing altogether about 
10,000 cubic yards of masonry, which have been built since 
May 12, in water from 18 to 35 ft. deep, with a very rapid 
current. The contract price for the substructure was 
$750,000. 


Caraquet.—This road now has track laid from Bathurst, 
N. B., on the Intercolonial road, 55 miles, leaving only 15 
miles to be laid to finish the line, which will then extend 
from Bathurst, along the south shore of Chaleur Bay to 


.Shippegan, a distance of 70 miles. A mixed train is run 
‘over the completed section of the road, and there is already 


considerable traffic. The line will be entirely completed in 
the spring, and it is already proposed to build an extension 
from Shippegan to Tracadie, a distance of 12 miles. 


Carolina Central.—The extension of this road is now 
completed to the Second Broad River, 21 miles west of the 
old terminus at Shelby, N.C. Six miles remain to reach 
Rutherfordton, the grading on which is completed, and the 
track will be laid as soon as the Broad River bridge is 
finished. On the 27 miles of the new extension there are 5 
large iron bridges, besides a number of smaller crossings. 


Centralia & Chester.—The grading of this road is now 
nearly completed from Centralia, Ill., to Nashville, and 
tracklaying will shortly be begun. 


Central, of Georgia.—A Savannah dispatch of Nov. 17 
says: *‘ It is positively stated that Mrs, Hetty Green, of New 
York, sold ber 6,450 shares of Georgia Central Railroad 
stock to-day. The Gen. Alexander Syndicate was the pur- 
purchaser at 140, private sale. The market was excited, the 
stock selling at 112. Gen. Alexander is announced as a can- 
Stabe for t e Presidency of the road in opposition to Mr. 

oul.” 


Central Pacific.—The statement of earnings and ex- 
penses of this road for August is as follows : 


1886 1835 Increase. P.c. 
Earnings... .... ... $1,557.818 $1,370516 $187,302 13.7 
Expenses............ 687,150 546,354 140,796 25.8 





Net earnings... .. $870,668 $824,162 $46,506 5.6 

Interest and all other charges for the month this year 
amounted to $564,606, leaving a profit of $306,062 for the 
Southern Pacific Co. as lessee. 


Charleston, Cincinnati & Chicago.—On this com- 

ny’s line, which is being built by the Massachusetts & 
Southern Construction Co., track is reported laid from 
Blacks, N. C., on the Atlanta, Charlotte Air line, northward 
for 14 miles, leaving only 8 miles to be laid to compiete the 
road to Shelby, N. C., and the company promises to run a 
train through to Shelby at the end of the present month. 


Chateaugay.—The extension of this road from the old 
termiuus at Lyon Mountain, N. Y., westward to Loon Lake, 
16 miles, is completed and was opened for traffic Nov. 15. 
The road is now 50 miles long, from Plattsburg, N. Y., to 
Loon Lake, and the extension carries it well into the Adiron- 
dack regions. Stages connect at the terminus for the Sara- 
nac lakes and other points. 


Chicago City Pas-enger.—Mr. D. J. Barnes, Engi- 
heer of this company, informs us.that the company has just 
completed the work of laying track, having built this year 12 











miles of street railroad in the most populous part of the city. 
The company has now 21 miles in operation in Chicago and 
is doing a good business. 


Chicago, Kansas & Western.—The articles of in- 
corporation filed by this company in Illinois, noted briefly 
last week, provide for the construction of several different 
lines. The first one starts from the Mississippi River, op- 
posite Fort Madison, Ia., and is to run by the stvaightest 
practicable line to Chicago, with a branch to a point opposite 
eokuk, Ia. The second line specified in the articles provides 
for a line from a point opposite Fort Madison to Chicago by 
f° more northern route than the first one. The third line 
provided for is from a point on the first line in Knox County 
to Peoria and thence eastward to the Indiana line. The fourth 
line is from a point in Knox County to Rock Island, with a 
branch to the Mississippi River ata ot opposite Muscatine, 
Ta., and the fifth line provides for a branch to the northern 
line of the state of Illinois. 

As noted, all the incorporators of the new company are 
officers or directors of the Atchison, Topeka & Santa Fe., and 
the incorporation is evidently intended to provide for the 
Ilinois end of the company’s proposed extension from Kansas 
City to Chicago. 


Chicago, Milwaukee & St. Paul.—This company’s 
limited express now runs from Chicago to St. Paul, by way 
of Milwaukee and La Crosse, in 12 hours and 20 minutes, and 
between Chicago and Minneapolis in 12 hours and 55 minutes, 
the average speed being 3214 miles an hour, without allow- 
ance for stops. 


Chicago & Northwestern.—This company announces 
the — of an extension of the Maple River Railroad, 
from Mapleton, in Monona County, Ia., to Onawa, in the 
same county, a distance of 20.7 miles. The stations on the 
extension are Castana, Turin and Onawa. The line was 
opened Nov. 15 

The extension of the company’s Toledo & Northwestern 
line from Lake City, in Calhoun County, Ia., to Wall Lake 
Junction, in Sac County, 15.4 miles, was also opened for 
business Nov. 15. The new stations are Auburn and Wall 
Lake Junction, the last named place being 3.7 miles south- 
east of Wall Lake. 


Chicago & West Michigan.—It is reported that sur- 
veys are to be made for an extension of this road from Bald- 
win, Mich., south to Traverse City and that arrangements 
are being made to begin work on this extension in the spring. 


Cincinnati & Eastern.—The Court has decided that 
the balance of the purchase .aoney on this road must be paid 
by Nov. 18, and if full payment is not made on that day a 
re-sale of the road will be ordered. The road, it will be re- 
membered, was purchased at foreclosure sale by Mr. Albert 
Netter, of Cincinnati, who made the first payment but de- 
faulted on the second. 


Cincinnati, Hamilton & Dayton.—Notice is given 
of a special meeting of stockholders, to be held Nov. 30, to 
vote upon a proposition to issue additional preferred stock 
for the purpose of retiring bonds of the company and stocks 
and bonds of leased roads upon which the company guarantees 
interest, and also for the purpose of constructing additional 
tracks and branches and purchasing other lines. This is not 
to increase the amount of preferred stock already authorized. 

As noted elsewhere, the company has purchased a control- 
ing interest in the stock of the Dayton & Irouton road, ex- 
tending from Dayton to Dean, 156 miles. A portion of the 
new issue of preferred stock is probably intended to pay for 
this purchase. The line thus bought will give the company a 
road into southern Ohio coal fields, The Dayton & Ironton 
is now of 3 ft. gauge, but it is understood that it is to be 
ona to standard gauge and extended into the Hocking 

alley. 

Negotiations have also been in progress for the purchase of 
the Iron Railroad, extending from Dean to Ironton on the 
Ohio River. 


Cincinnati, New Orleans & Texas Pacific.—A 
Cincinnati dispatch of Nov. 15 says: ‘*The Superior Court, 
sitting in General Term, to-day affirmed the judgment of 
the lower court in the case of Rawson against the Cincin- 
nati, New Orleans & Texas Pacific Railroad Co. This is one 
of the cases brought by a number of banks against tbe com- 
pany on certificates of stock which the company claims were 
issued by George F. Doughty, now deceased, without au- 
thority. The overissue amounted to nearly $35,000. At the 
trial of the case, which now goes to the Supreme Court, there 
was a failure on the tof the company to show that the 
certificates upon which the issue was made were unauthor- 
ized certificates. There was a possibility that the certificates 
in question represented a part or all of some genuine certi- 
ficates which had been presented by the holder for transfer, 
and the jury, which the company claims was strongly preju- 
diced against it, found upon the showing that the certificates 
were valid. 

‘* The reviewing Court refused to set the verdict aside for 
the reason that the probability that the jury was wrong was 
not sufficiently clear to warrant, under the Ohio law, an 
interference with it. Tbe policy of the company will now 
be to fight the case in the Supreme Court, and, failing there, 
to refuse to recognize the validity of other disputed certifi- 
cates, and when judgment is sought to seek to show the 
character of these certificates absolutely by tracing the his- 
jag” Ga every valid certificate issued by the company prior 
to Doughty’s death. Doughty was the Secretary of the com- 
pany. The fraudulent certificates which he issued were 
signed by the President of the company in blank. Doughty 
borrowed large sums of money upon the fraudulent certifi- 
cates, which he invested in the securities of the Cincinnati, 
Selma & Mobile Railroad. These securities at the time of 
his death and ever since have been almost worthless.” 


Cleveland, Columbus, Cincinnati & Indianapo- 
lis.—The statement for August and the eight months to 
Aug. 31 is as follows : 

———August.—-—. ~——Eight months.—— 

, 1885. 1886. 1886. 
ere. $408,538 $341,161 $2,575,896 $2,272,063 
Expenses..... ....... 228,305 238.8 1,692 202 1,783,288 

Net earnings... ...$180,232 $102 327 $883.603 $488,774 
Interest, taxes, etc... 69.703 71,677 552.545 535.719 


Surplus............. $110,528 $30,650 $331,058  *$46,924 


~ * Deficit. 

Expenditures for additions to property this year were 
$22,626 for August and $143,607 for the year, leaving a net 
—_ of $87,902 for the month and $187,451 for the eight 
months. , 


Concord.—This company has applied to the Supreme 
Court, in accordance with the New Hampshire law, for 
leave to consolidate with the Manchester & North Weave 
and the Suncook Valley companies. The Manchester & 
North Weave road extends from Manchester to North 
Weave, 19 miles, and has $200,000 capital stock. The Sun- 
cook Valley road runs from Suncook to Pittsfield, 173¢ 
miles. Both roads have been for years leased and work 
by the Concord Co., and are practically owned by that com- 
pany, so that the consolidation will make only a formal 
change. 





Payton & Ironton.—A majority of the stock of this 
company, about 3,500 out of the 6, shares, has been sold 
to parties representing the Ciccinnati, Hamilton & Dayton 
Co., at 90. The road extends from Dayton to Dean, 156 
miles. It wasformerly a part of the Toledo, Cincinnati & 
St. Louis system, but was some time ago sold under foreclos- 
ure and bought by the bondholders. The present company 
has no bonded debt, although an issue of bonds was proposed 
for the purpose of changing the line trom 3 ft. to standard 
gauge and purchasing equipment. 

The sale of the stock has excited considerable indignation 
among the minority stockholders, who claim that they should 
have been given an opportunity of disposing of their stock, 
which now sells at a very much lower price than that paid 
for the controlling interest. 


Delaware, Lackawanna & Western.—This company 
makes the following statement to the New York Railroad 
Commission for its leased lines in that state for the quarter 
ending Sept. 30 : 


1886. 1885. Ine or D P.c 

Earnings ... ... $1,763,509 $1,652,404 [ $110,105 6.7 
Expenses......... 756.841 620.172 I 136. 22'4 
Net earnings...$1,006,668 $1,053,242 D. $26,564 26 
Fixed charges ... 552749 565,257 D 12,508 2.2 


Surplus... ...... $455,919  $467.975 D. $14056 3.0 


Fixed charges include interest, rentals and taxes paid for 
the quarter. As usual, the operating expenses of these lines 
were low, having been only 4’.9 per cent. of gross earnings 
for the quarter this year and 37.5 per cent. last year. 


Denver, Memphis & Atlantic.—The Fitzgerald & 
Mallory Construction Co., contractor for this road, makes 
the following report: ‘‘ The following ix a report of track 
laid on the Denver, Memphis & Atlantic Railway for the 
month of October : Chetopa Division trom a point 4 miles 
west of Coffeyville to a point 0.5 mules west of Tyro, 8.4 
miles; Conway Springs Division from Kingman toa point 0.5 
miles east of Penelosa, distance 12.2 miles, making a total 
for the months of 20.6 miles.” 


Detroit, Lansing & Northern.—It is reported that 
this company will commence next season to build a branch 
from its line at Grand Ledge, Mich., 97 miles from Detroit, 
westward to Grand Rapids. Surveys have already been made 
for such a branch, the object of which, itis said, is to pro- 
vide a direct connection with the Chicago & West Michigan, 
and in connection with that road a now line from Detroit to 
Traverse City. 


Duluth & Wisconsin.—This company has been organ- 
ized to build what is known as the Duluth Short Line, run- 
ning from Thompson Junction, on the St. Paul & Duluth 
road, to Oneota, with a branch to West Superior. The capi- 
tal stock is $500,000. 


Durham, Bluewing & Clarksville.—This company 
has been organized to build a railroad from Clarksville, Va., 
the terminus of the Richmond & Mecklenburg Branch of the 
Richmond & Danville road, southward to Durbam, N. C., a 
distance of about 60 miles. The company has secured :ub- 
scriptions of $100,000 along the line, and now asks the mer- 
chants of Richmond to raise an equa! amount. 


East Georgia & Florida.—A Savannah _—_ says 
that this unfinished road has been sold to the vannah, 
Florida & Western Co. for $500,000. It has been under 
construction from Jesup, Ga., to Hart’s Road, Fla., and some 
grading is finished. It was generally supposed that the road 
was in the East Tennessee, Virginia & Georgia interest. 


East Tennessee, Virginia & Georgia.—Reports are 
current that this company, or parties largely interested in it, 
will shortly begin the construction of an extension of the 
Memphis & Charleston road from Memphis to Kansas City. 


Elmira, Cortland & Northern.—The grading of the 
extension of this road from Canastota, N. Y., to Camden, is 
now nearly completed. The principal work remaining to be 
done is the bridges over the New York Central tracks and 
the Erie Canal at Canastota. As soon as these are com- 
pleted tracklaying will be begun. , 


Fitchburg.—The statement to the Massachusetts Rail- 
road Commission for the year ending Sept. 30 last gives the 
following figures : 


1885-85. 1884-85. Increase. P. 

Earnings...  ..... $3,399,542 $2,891.251 $508.<91 17.6 
Expenses. ....... 2,..59.665 2,146,961 £12,704 19 2 
Net earnings..... $839.877 $744,290 $95.487 129 
Interestandrentals. 517.243 473 269 43,974 93 
Dividends.......... 264,330 247,200 16 830 6.8 
Total........ ... $781.573 $720,769 $60.804 8.4 
Surplus... ...... ~~ $58,304 $23,521 $34,783 147.9 


Dividends were 5 per cent. in both years. The full annual 
report will not be issued for several weeks. 
t is said that the next dividend will be 3 per cent., an in- 
crease over any declared by this company for several years 
past. 


Florida Midlan4.—This company bas under construc- 
tion a railroad running from Lake Jessup, Fla., the head of 
navigation of the St. Johns River, southwest to we and 
thence south to Kissemee.a distance of about 50 miles. 
When this section is finished the road will be continued from 
Kissemee southward to Puuta Rassa, on Charlotte Harbor, a 
distance of 150 miles further. The line south of Apopka will 
be parallel to but some 35 or 40 miles to the eastward of the 
Florida Railway & Navigation Co.’s southern extension. On 
the line from Lake Jessup to Kissemee a large part of the 
grading is already completed, and the track was laid for 25 
miles on Nov. 8. The rails and the equipment for the entire 
have been contracted for. The road is built under a s 
cial churter granted by the Florida Legislature, under which 
it is entitled to a land grant of 3,840 acres per mile, and 
some 80,C00 acres of this land have already been located. 
The authorized issue of bonds of the company is $8,000 per 
mile, bearing 6 per cent. interest. The northern end of the 
line as far as Kissemee passes through a country already well 
settled and prosperous, and the company has received 6 con- 
siderable amount in donations of land and money from 
villages on the line. 


Fr. Worth & Denver.—The grading on the extension 
of this road is nearly ccmpleted to Quanah, but tracklaying 
has been suspended to await the completion of the heavy 
bridge work at the crossing of Pease River, just beyond. the 
present terminus at Vernon. It is expected that the track 
will be laid to Quanabh next month, when?work will be sus- 
pended until the Spring. 

It is stated that the company bas made arrangements for 
the building of the extension to the Canadian River next 
year, work to be begun early next spring and to continue 
until the road is tinished. 


Grafton & Greenbrier.—Contracts bave been let for 
an extension of this road from its present terminus at Phil- 
lippi, W. Va., to Bealington, a distance of 17 miles, and work 





has been begun on the grading. It is reported that the road 
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will be extended through Buckhannon to Braxton Court 
House, and thence down the Elk River to Charleston, W. Va. 
The road is now in operation from Grafton, on the Balsimore 
& Ohio, to Phillippi, 24 miles, and is controlled by the Balti- 
more & Chio. e line now in operation is of 3 ft. gauge, 
but tne bridges and other work on the extension are being 
built for the standard gauge, and the present line will prob- 
ably be changed shortly. 


Gulf, Colorado & Santa Fe.—On the extension of the 
Dallas branch, from Dallas, Tex., northeast, track is now 
laid to Wolf City, Tex., 90 miles from Dallas and 8 miles be- 
yond the late terminus at Celeste. 

On the extension from Fort Worth northward the grading 
is completed to the Red River, 72 miles from Fort Worth. 
and track has been laid for 57 miles. A large force is at 
word in the Indian Territory north of the Red River. 


Houston & Texas Central.—At a special meeting held 
in Galveston, Tex., Nov. 6, this company sold 278,320 acres 
of its Texas land grant to J. G. Schriver, of New Orleans, 
attorney for Edward H. Par‘lee, of New York. The price 
paid was $10,000, the land being taken subject to the lien of 
the company’s mortgages. As heretofore noted, this sale was 
made in order to comply with che state law, which provided 
that the company must alienate its title to the land granted 
within 21 years from the dats of the grant. This period ex- 
pired Nov. 10. 


Illinois Central.—The Traffic Department makes the 
following statement of earnings for the month of October: 
18°6. 1885. Inc. or Dee. P.c 
$1,074.487 $L.112 719 D. $38,232 34 
184 324 1 


Ill. and So. Div 3 
178.768 a 5,556 3 


Towa lines..... .... 
CM. 6 i5i).4.: 1,258,811 $1,291,487 _-D. $22,676 2. 
The Land Department ‘reports sales of 1.062 acres for 

$4,749. Collections on land accounts amounted to $7,709 

for the month. 


Ilinois Midland.—The arguments on the motion to con- 
firm the foreclosure sale of this road were heard last week be- 
fore Judge Harlan, in Washington. The confirmation was 
opposed by certain parties in interest, and the Judge stated 
that he would not render a decision until Nov. 22. 


Kansas City, Memphis & Birmingham.—The 
Memphis, Birmingham & Atlantic road, from Holly Springs, 
Miss., to Tupelo, was turned over to this company, Nov. 1. 
The track from Holly Springs westward is now laid to New 
Albany, 35 miles, and from Tupelo eastward the track is at 
Wallerville, 20 miles, leaving a gap of about 6 miles yet to 
be laid. The work on the Tupelo end has been suspended for 
the present. Tbe tracklaying isin charge of Principal As- 
sistant Engineer A. W. Gloster, who is now organizing work 
trains and surfacing force to put the track in first-class con- 
dition. The contractors on the line from Tupelo eastward 
are making good headway. They have an abundant supply 
of labor, and no difficulty is expected in completing the work 
in the required time. <A contract for the piling and trestle- 
work for about 70 miles of the Western Division has been let 
to Messrs. Rogers & Ball ntine, of New Orleans. Mr. R. C. 
Armstrong has been awarded a large contract for cross ties. 


Lehigh Valley.—Grading has been completed on the 
new branch known as the Wilkes-Barre & Harvey’s Lake 
road, and tracklayiug was begun this week. The line runs 
from a connection with the Coxton Branch of the Lehigh 
Valley at Luzerne to Harvey's Lake, a distance of 14 miles. 
It is said that the intention is to extend the branch into a 
large lumber tract on the North Mountain, and, eventually, 
to build it through to Lock Haven, where cennections can be 
made for bituminous coal! business. 


Little Rock, Mississippi River & Texas.—The 
United States Circuit Court in Little Rock, Ark., has granted 
a decree of foreclosure and sale against this road. Arrange 
ments have been substantially completed for the purchase of 
the road by the bondholders and the reorganization of the 
company. 


Los Angeles & San Gabriel Valley.—This road is 
now completed to Duarte, Cal., 21.2 miles from Los Angeles. 
The latest time-table, which took effect Nov. 5, shows three 
regular passenger and one freight train between Los Angeles 
and Duarte, with three additional passenger trains and one 
freight running between Los Angeles and Lamanda Park. 
Work ss progressing on the extension from Duarte eastward 
to Mud Springs. 


Louisville, Cincinnati & Dayton.—This projected 
line isto run from Middletown, O., to Hamilton, thence to 
Lawrenceburg, Ind., and thence along the north side of the 
Ohio to a point opposite Louisville. The line has been sur- 
veyed and some grading done. The officers of the company 
are now trying to make some arrangement to secure the aid 
of the Cleveland, Columbus, Cinciunati & Indianapolis Co. in 
building the road. 


Macopin.—This company has been organized to build a 
railroad from Charlotteburg, N. J.. to Echo Lake, or Maco- 
ia Pond, a distance of 3 miles, with a branch about 2 miles 
ong to Duaker Pond. Theroad wiil be a branch of the New 
York, Susquehanna & Western and will be used chiefly for 
carrying ice from the ponds named, where large ice-houses 
have been erected, although it is expected to have some pas- 
senger travel in the summer time. 


Milwankee & Northern.—This company bas let a con- 
tract to Harrison & Green, of Milwaukee, for the building of 
an extensiun from its present terminus at Iron Mountain, 
Wis., northward to a connection with the Marquette, 
Houghton & Ontonagon road at Republic, Mich. This ex- 
tension will be 45 miles long, aud is to be completed by Aug. 
1, 1887. The road is now in operation from Milwaukee 
northward to Iron Mountain, 208 miles, so that the excension 
will make the main line 253 miies iong. When the line is 
open to Republic it will complete a secoud line from Mar- 
quette to Milwaukee and Chicago. 


Mobile & Ohio.—The change of gauge of the Cairo & 
St. Louis road having been completed, this company bezan 
on Nov. 15 torun throagh trains between St. Louis & Mo- 
bile. Two express trains are run daily, starting from the 
Union Depot in St. Louis and crossing the bridge. 


Nashville, Chattancoga & St. Lovis.—The state 
ment for October and the four months of the fiscal year from 
July 1 to Oct. 31 is as foilows : 

---— October.——, Four months.-— 
1886. 1885. 1886. i885. 
$191,846 $87u 2E4 

L115 78st 5i1 246 


Earnings 
Expeuses 127.414 

Net earnings..... $85,786 $76,065 
BeUOUPPO MMO TOMO So isi ised cts hince. secccied 
Improvements 


$355.008 
pon pe 


< 


$°99.053 
225, 16” 
18,448 
$243,601 


23:3 3 
sianvta® pi SL Anm@iWtnisnih anddimm haved $256.48 


ONIN ek Sak aura eh nde cos sgcnveseness ws $55,452 

This shows for the four months an increase of $143,760, or 
19.6 per cent., in gross earninys: an increase ef $65,955, or 
21.9 per cent., in net carnings: and a gain of $52,970, or 
95.5 per cent., in the surplus. 














New York, Chicago & St. Louis.—The Receiver’s 

statement tor the quarter ending Sept. 30 is as follows : 
1886. 1885. Increase. 
$905,198 $737,025 $168,173 
637,000 576,0: 60,911 
$268,198 $160,926 $107,262 

102,103 94,016 087 8.6 


Surplus ee. $166,095 $66,920 $99.175 «(148.0 
Charges include rentals and taxes, but not interest on the 
bonds, which was not paid. 


New York, Lake Erie & Western.—This company 
having taken a lease of the New York & Greenwood Lake 
road, in which it has previously owned a large interest, it is 
reported that that road will be extended from its present 
terminus at Greenwood Lake to a connection with the main 
line of the Erie at or near Middletown. The distance is about 
20 miles, and should the extension be completed it will form 
a loop line from the main line of the Erie, just west of the 
Bergen tunnel, to Middletown, This line would be some- 
what shorter than the present main line of the road, but the 
Greenwood Lake road would have to be almost entirely re- 
built to enable it to carry a heavy traffic. The extension, 
however, should be profitable, as it passes through a good 
ear, and would bring to the Erie some additional milk 
trafiic. 


New York, New Haven & Hartford.—This com- 
pany has decided to advance the pay of all the freight train 
men in its service. The pay of the rear brakeman has been 
increased from $50 to $54.60 per month, and all other brake- 
men will receive $52, an increase of $4. New men coming 
on the road will receive $42.40 per month for six months, 
when they will be advanced to full wages. 

The car shops in New Haven are to be enlarged by two 
new buildings of brick, one 179 by 80 ft., for a repair shop, 
the other 80 by 50 ft., being arranged as a storehouse below, 
with offices on the second floor, 

The statement to the Massachusetts Commission for the 
year ending Sept. 30 gives the following figures : 

1885-86. 1884-85. Inc or Dec. P. 
$7,601.947 $6,895,825 1. $706.122 LO. 
4,967,976 4,623,987 I. 313,989 
2,633 971 

499,730 
1,550,000 


. $2,040,730 


?..o 
22.8 


10.6 
66.6 


Earnings 
Expenses ...... ... 





Net earnings 
Charges 





Earnings... . 
Rxpensis........ 
$2,271,838 
500,970 
1,550,000 


$2,050,970 0.5 
Surplus.... $593,241 $220,868 TI. $372,373 168.6 
Dividends were 10 per cent. in both years. The company’s 

full annual report will not be issued for several -veeks. 

New York, Ontario & Western.—The work of re 
placing the old iron rails on this road has been completed, 
and the maiu line is now all laid with steel rails. 

It is said that the Ellenville Branch will be extended from 
its present terminus at Ellenville, N. Y., to Rondout, or toa 
junction with the Ulster & Delaware near that place. The 
extension will be very nearly parallel to the line of the 
Delaware & Hudson Canal. j 


Net earnings... 
Interest and rentals.... 


I. $362,133 15.9 
af) 
Dividends 


D. 10,240 





Total D. $10,240 


Norfolk & Virginia Beach.—The property of this 
company has been placed in the hands of a receiver by order 
of the United States District Court, on application of the 
creditors. The road extends from Norfolk, Va., to Virginia 
Beach, 6 miles below Cape Henry, and is 18 miies long. The 
company also owns a large hotel and other property at the 
terminus of the road. 


Oregon Railway & Navigation Co.—Negotiations 
have been resumed for a lease of this company’s line to the 
Union and Northern Pacific companies. It is said that the 
company insists upon 6 per cent. on the stock, and that the 
Union Pacific people are willing to pay that much, but that 
the Northern Pacific has so far refused to give over 5 per 
cent. 


Pennsylvania.—The Schuylkill Valley Division is now 
completed and was opened for business on Nov. 15 to New 
Boston, 124 miles beyond Pottsville and 107 miles from Phila- 
delphia. At New Boston connection is made with the Lehigh 
Valley road, and the track of that road will be used to De- 
iano, from which point a line is now under construction to a 
connection with the Pennsylvania’s North & West Branch. 

The building of the Schuy!/kill Valley Division has required 
some heavy work, not only from the nature of the country, 
but also from the necessity of avoiding interference with ex- 
isting railroads, especially with the Philadelphia & Reading, 
to whose main line the new rcad is nearly everywhere 
para!lel. 

Surveys are being made for the extension of the East 
Brandywine & Waynesburg Branch from its present ter- 
minus at New Holland, Pa., to Lancaster. This extension 
will make the branch a loop line from Downingtown to Lan- 
caster. The extension will be about 25 miles in length. 


Philadelphia & Reading.—Mr. Austin Corbin, the 
new President and Receiver, is making arrangements to re- 
duce expenses in every possible way in the management of the 
company. [tis stated that the New York and London offices are 
to be dispensed with, and the finer expenses are to be reduced 
at every possible point. Mr. Corbin is also endeavoring to 
cut down the expenses of the Reading Coal & Iron Co. by 
improvement of methods of handling coal, and will also try 
to lease the company’s blast furnaces in the Schuylkill Val- 
ley, which are not now productive, and its iron lands in the 
Cumberland Valley in Pennsylvania and in Virginia and 
New York. 

The Philadelphia North American of Nov. 17 says: ‘* The 
committee of the Reading Railroad Reorganization Trustees 
met yesterday morning, and after a brief session adjourned 
until Friday. On that day it is understood that the plan of 
rehabilitation will be submitted to the Board of Trustees for 
their approval. 

‘** A member of the committee stated that the work was 
practically finished and that it would now remain for the se- 
curity holders to accept the results of the labor. Bonds for 
$25,000,000 will be issued at 4 per cent., and it is said 
that the most prominent barking houses in this country will 
head the subscription list. Means for promoting reciprocal 
relations between the Pennsylvania and the Baltimore & 
Ohio are taken in the interest of the Reading. The coal lands 
are understood to be disposed of by lease or otherwise, and 
other great reductions in expenses are made. Leased line 
coutracts are kept intact where they pay. It is said that 
some concessions have been made to the first series 5 per 
cent. bondholders’ party.” 


Port Jervis & Monticello.—The receiver of this road 
made the necessary deed on Nov. 15, transferring the road 
to Henry R. Low, O, P. Howell and Peter E. Farnham, the 
purchasers at the recent sale, and on the same date formally 
transferred possession of the property. The new owners 
have organized a company under the name of Port Jervis, 
Monticello & New York. The articles of incorporation pro- 
vide that the new company shall have the right to extend 
the road from Monticello to a junction with the New York, 
Ontario & Western at Fallsburg, or from Rose’s Point to 
Wurtsboro. 





Richmond, Fredericksburg & Potomac.—In the 
United States Circuit Court in Richmond, Va., Nov. 16, a 
bill was filed by Moncure Robinson and others, stockholders, 
against B. F. Newcomer, W. P. Walters and others, charg- 
ing that certain shares of stock in this company had been put 
in the hands of defendant by feigned or fictitious sales, and 
that the defendant had distributed these shares ameng a 
number of employés by further fictitious sales, and that these 
shares are not really owned by these reputed holders, and 
that the object of these transfers was to avoid the effect of 
the Virginia law, which reduces the number of votes to be 
cast by the holders of a large number of shares, and that tke 
effect of these transfers will be to give the stock named about 
4,700 votes, wren it would have only about 800 votes if all 
the shares were registered in the name of the real owners. 
Plaintiff asked that the Court should appoint{a commissioner * 
to be present at the annual meeting and to make a report to 
the Court of the votes cast, by whom they were cast, and the 
ownership of the stock. The Court granted the order asked 
for and appointed a commisssioner, who will make a registry 
of the votes and report the same to the court for such further 
action as may be directed in the suit. 


Richmond & West Point Terminal Co.—The new 
party headed by Mr. Alfred Sully, of New York, have now, 
it is announced, secured over 120,000 shares out of a total 
of 150,000 shares.of this company, and at the aunual meet- 
ing to be held in Richmond on Friday of this week, Mr. Sully 
will be elected President,with other members of the syndicate 
as directors. Exactly|what the course of the new management 
toward {the Richmond & Danville Co. wiil.be is not yet an- 
nounced, but it is reported that negotiations are going on for 
a consolidation of the two companies. 


Rome, Watertown & Ogdensburg.--This company 
has been purchasing property in Rochester, N. Y., evidently 
with the intention of extending its line into the city and 
across the Genesee River, and of laying tracks to connect 
with the principal factories in the city. 


St. John Valley.—Surveys have been completed for 
this road from Fredericton, N. B., to Woodstock, 62 miles, 
and construction wil! be begun in the spring. Plais have 
been completed for a bridge over the Bt. John River at 
Fredericton. This bridge will have a draw span of 160 ft., 
1 fixed span of 158 ft., 1 of 170 ft. and 7 of 250 ft. each. 


St. Joseph & Grand Island —Amended articles of in 
corporation of the Kansas City & Omaha Co., which was 
organized to build this company branches and extensions in 
Nebraska, have been filed. The company under these 
amended articles proposes to build lines as follows: From 
Fairfield, in Clay County, through Nuckolis and Clay 
counties to the south line of Nebraska near Hardy ; trom 
Fairfield through Clay, Fillmore and York to Stromsburg : 
from Davenport in Thayer County, through Fillmore and 
York counties to Stromsburg; from Fairbury in Jefferson 
County,j through Saline, Fillmore and York condties to 
Stromsburg; from Fairfield through Adams, Kearney, Phelps, 
Gosper, Frontier, Dawson and Lincoln counties to the 
town of Ogallala, in Keith County; from a joint 
on the last described line, near the west line of Adams 
County, southwest through Kearney, Phelps, Harlan, Fur- 
nas and Red Willow counties to a point on the south boun- 
dary of the state of Nebraska, with the right to connect 
with a railroad to be constructed from the last mentioned 
point to and into the state of Kansas ; and from the west 
line of Adams County aforesaid to the city of Hastings in 
said county; and from the town of Clay Centre through the 
town of Harvard to Aurora in Hamilton County, and from 
the town of Sutton in Clay County to the town of Seward in 
Seward County, all of the aforementioned lines or routes be- 
ing situated in the state of Nebraska. 


St. Paul, Minneapolis & Manitoba.—The new issue 
of $5,100,000 of this company’s consolidated 414s were 
offered for subscription in New York, Berlin and Hamburg 
on Nov. 12, by Kuhn, Loeb & Co., who took the entire issue. 
The notice given said that subscriptions would be received 
until Nov. 16, but before the close of the first day 1t was an- 
nounced that all the bonds had been taken. 


San Francisco & North Pacific.—The work of locat- 
ing the extension of this road from Cloverdale, Cal., to 
Ukiah is completed, and the survey is to be completed from 
that point to Humbold Bay. It is said that construction 
will soon be bezun. 

An extension of the Guerneville Branch will shortly be 
built, running from Guerneville into the redwood forest. 


Savannah, Florida & Western.—It is reported that 
this company has bought the East Georgia & Florida road, 
which has been under construction as a competing short line 
to Florida. 

Southern Central.—The statement to the New York 
Commission for the quarter ending Sept. 30 is as follows : 

1886 1885. Inc. or Dec. iP. 
Barniugs . ....... ....$123,187 $149,598 D. 326.411 
pn ere 150,493 D. 62,446 


#995 I. $36,035 


17.6 
41.3 


Net earnings... .... $35,040 
* Deficit. 


The fixed charges this year amounted to $53,239, leaving 
a deficit of $18,199 for the quarter. 


Southern Pacific.—On the extension of the Northern 
Division trains are now running to the Paso Robles Hot 
Springs, 73 miles south by east from the late terminus at 
Soledad. Track is laid to Crocker, 14 miles further, and 
trains will shortly run to that point, which is a new tow 
situated on the Santa Margarita Ranch. It is expected that 
trains will run through to San Luis Obispo before the 
close of the year. 

Southern Pacific Co.—This company gives notice that 
on Nov. 14 the California & Oregon Extension was opened 
to traffic to McCloud, Cal., 309.18 miles from San Francisc», 
via Davis. The stations and distances from Delta (tbe oid 
terminus) are: Gibson, 7.22; Welch, 12.82; Castle Creek, 
18.52; Lower Soda Springs, 21.42; Chestnut, 23.72: Duus- 
muir, 25.32; Upper Soda Springs, 26.42; McCloud, 36.5% 
miles. The station now called Welch was formerly know2 
as Hazel Creek. 

Taylor, Elgin & Bastrop.—Tracklaying on this road 
is reported finished from Taylor, Tex., southward to Elgin. 
17 miles, and the work is being pushed from Elgin to Bas- 
trop, 19 miles further. The road is controlled by the Mis- 
souri Pacific, and it is said that the road will be extended 
from Bastrop to Houston. 


Utica & Unadilla Valley.—Several meetings have beeu 
held in Utica, N. Y., to arrange for the building of a rail- 
road from that city to Bridgewater, and thence through the 
Unadilla Valley to New Berlin, a distance of about 36 miles. 
The line, if built, would be intended for local business, and 
chiefly for the purpose of bringing back to Utic2 a consider- 
able local business, which, it is claimed, has been diverted to 
other cities on account of more direct railroad connections. 

Wabash, St. Louis & Pacific.—Arguments on the ap- 


plication for separate receivers for the Chicago Division avd 
the other lines east of the Mississippi were concluded in the 
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United States Circuit Court in Chicago Nov. 13. The Court | 
took the matter under consideration, Judge Gresham remark- 
ing that, in any case, the Purchasing Committee would be 





Eoston & P. ovidence. | 


This company ownsa line from. Boston to Providence, 44 


In addition to the above lines. the company controls and 
operates the Washington County roud, trom weverton to 
Hagerstown, Md., 24.3 miles, and the V: 1 ey road, from Her 


cempelled to fulfill the terms of #heir bid for the property _ miles, ali double track; the West Roxbury Branch, 5.37; the risouburg to Lexington, Va., 62 miles, The operatiens of 
y 


and pay into the court the $4,000,000 required to sati 
receivers’ indebtedness, | 

Itis stated that a majority of the Chicage Division bond- 
holders have acceded to the plan proposed by the Pur- 
chasing Committee, and as far as they are concerned have 
withdrawn their application for separate receivers. The 
minority, however. have refused to accede and on their be- 
half the application was coatinued. 

Assents to the proposed scaling of the interest on the old 
first and second mortgages of the Wabash have been received 
by the Purchasing Committee from the holders of more than 
$10,000,000 of bonds. The committee has received signa- 
tures for nearly $3,000,000 of the bonds on the Chicago divi 
sion, which is more than a majority of those bonds, and it is 
supposed that the suit for a separate receiver of that division 
would not be pressed. The committee has modified its plan 
soas to require the funding of only three instead of four past- 
due coupons, the other coupon,to be provided for in cash. 

The suit for the appointment of receivers for all the lines 
east of the Mississippi was argued last week at Chicago. 











ANNUAL REPORTS 


The follewing is an index to the annual reports of railrcad 
companies which have been reviewed in previons numbers of 
the curreat volume of the Railroad Gazette: 


Page. 
Alabama Gr at Southern... 423 Louisiana Western.............. 
Ala., N Tex. & Pac. June.423  Louisvilie & Neshville .. 






























i O. 9 
Allegheny Valley............... 588 Louisville, N. Alpany & Chi....255 
Alliance, Niles& Ash ....... 651 Maine Central... » oes. cesses #8 
Americus, Preston & Lump....492 Manchester & Lawrence........ 414 
Ashtabula & Pitt-burgb..,.... 652 Manhattan... ....  .. ..-..-00- 7 
Atchison, Top & Santa Fe.... 2 Marquette, Houghton & Ont ..414 
Atlanta & West roint........ 4 Massillon & Cleveland ..... .. 651 
Atlan .fe & N. Carolina..... 5 Memphis & Charleston. ... .. 570 
Atlantic & Pacific —........../ 104 Mexican Central........ oe... 486 
B. & O. Spier es Relief As’n.345 igan Ventral ......... 23, 348 
Baltimore & Philadeiphia....... 15 Michigan & Ohio.... ... ........588 
Bay View, L. Trav. & Mackin. .65: 1¥1 
Boston & Albany. . .75 .518 
Boston & Lowell .. .120 
Boston & Maine... 266 
Boston & Providence . ait Missouri Freifie ......... .. £66 
Boston, Revere Beach & Lynn 769 Mobile & Girard... bdovsvee OUe 
Buffalo, N. Y.& Philadelphia.. 16 Montnelier & Wells River.... .. 493 
Bur, Cedar Rapids & No..... 22 Morgan’sLa & Texas........ .. 770 
Cairo, Vincennes & Chicago: Nashua & Lowell........ ....414 
Camden & Atlantic............ 18 Nashville, Chatta. & St. L.£34, 698 
Canadian Gov’t Railroads.. ...272 Natchez, Jackson & Col. ..... 104 
Canadian Pacific................0GB M@USRBUCK ... .... ceccccccoccees 26 


oe... 2 
Carolina Central.... = ....... 366 New Brighton & New Castle.. 651 
39 New Castie & Beaver Valley...651 
New Haven & Northampton. .20s 
New London Northern..........12 
New Orleans & Northeast. ...425 
N. Y Central & Hudson hiver.69+ 
N Y., Chicago &St L .. ..... 636 


Central Vecific ........ ..ccoee 
Central Vermont............ 

Charlotte, Col. & Augusta 
ee ee 
Chesapeake & Dela. Canal 
Chesapeake & Ohio ........ 





Chesapeake Ohio & S. W N. Y. & New Engiand...... 16 ,786 
SOM ad | 'é sesbnwedveSendawes N. Y.,N. Haven & Hartford.... 23 
Chicago & Alton................. 158 N. Y., Ontario & Western.. ... 86 
Chi., Burlington & Quincy.292, 398 N. Y., Providence & Boston.... 25 
Chi. & Eastern Illinois..... .... 714 N.Y. Railroad Commission.... 33 
Chi & Grand Trunk . ....324, 7.9 N. Y., Susquehanna &-Wes.139 554 
Chi.,Milwaukee & St. P ...208, 224 N. Y., West Shore & Buffalo... 68 
Chi. & Northwestern....... 414,535 Norfolk & Western.. ..... 104, 555 
Chi., Rock island & Pac...393, 423 Northern Central ..... ...... 156 
Chi . St. P., Minn. & Omaha....256 Noithern Pacifi¢........... 570, 665 
Chi, St_l. & Pittsburgh... -324 Norwich & Worcester... ........ 120 


Chi. & Western Indiana . Northeastern (South Carolina).. 14 
Chi & West Mich gan é Northern (New Hampsbire).... 
Cin. & Easterm........ ....0. 626 Northwestern Ohio... . . ....652 
Cin., Hamilton & Duyton....... Ogdensburg & L. Champlain . .55t 
Cin., Ind., St. L & Chi.....688, 714 Ohio & Mississippi....... .. 174, 740 
Cin. & Muskingum Valley.394, 652 Old Colony... ...........-++ ..769 
Cin., N. Orleans & Tex. Pacific 140 Cregon Improvement Co. 













Cin., Rictmond & Ft. Wayne. .652 Queues & Transcontinenial Co 553 
Cin. & Springfield..... ..........208 Pacific Mail Steamship Cv..... 518 
Cin.,Wa-h & Baltimore ...... 518 Panama ....... ec eceses 3 
Cleve , Akron & Col ... -..636 Pennsylvania Company........ 





Cleveland & Canton....... 

Cleve., Col, Cin & Ind.... 

Cleve., Lorain & Wheeling . 
K a 


Pennsylvania & New York 
Penneylvania Railroad ..... 
Peoria, Decatur & Evansville 













Cleve. & Pitisburgh..... ° Philadelphia & Reading 

Cleve., Youngstown & Pitt é Poila., Wil. & Baltimore 
Columbia & Greenville, ....... 174 Pittsburgh, Cin. & St. L 

Col., Hocking Vy. & Tol...192, 360 Pittsburgh, Cleve. & Toledo . 
Columbus & Rome... .......... 770 Pittsburgh, Ft. Wayne & Chi...€51 
CONCOFA .......42--00--seereesees 367 Pittsburgh & Lake Erie......... 68 
Conn. & Passumpsic Rivers .. 632 Pittsburgh Junction............. 85 
Connecticut River... ....... . 85 Pitts., MeK. & Youghiogheny... 68 
Consolidation Coal Co... ......13% Pitts., Wheeling & Ky.... .... 394 
Cumberland Valley....... .... 307 Portland & Ogdensburg....... 120 
Del. & Hudson Canali Co . ..... 256 Providence & Worcester...... 120 
Del., Lacka. & Western.. 104,156 Pullman’s Palace Car Co... ... 750 
Denver & Rio Grande . 139,536 Richmond & Alleghany......... 
Denver & Rio Gr. Western £¥t Richmond & Danville 

Des Moines & Fort Dodge...... 201 Richmond, Fred. & 

Detroit, Lansing & No.... ..323 Rochester & Pittsburgh... 

Detroit, Gd. Ha. & Mil.324, 518,768 Rome, Wat. & Ogdensbur; ee 
Dublin & Wrightsville.......... 255 Rutland........ 2 onggene C08 
East St. L. & Carondelet... ...651 St. Jo. & Grand Island...... ... Tu 
East Tennessee, Va. & Ga.595, 622 St. L., Alton & Terre Haute... .58 
Eliz , Lex. & Big Sandy........ 734 St. L, lron Mt. & So . 267 


a 4 St.L. & San Francisco. 192, 343, 360 
Evansville & Terre Haute...... 74 St. L., Van. & Terre Haute..... 292 
Fitehburg............ ene ce -- @& St. Paul &Duluth............ ... 155 
Flint & Pere Marquette.. St. P, Minn. & Manitoba .594, 638% 
Fort Wayne, Cin. & Louisv. Savannah, Fla. & Western 344 
Fremont, Elkhorn & Mo. Vy ..53 Scioto Valley 

Galveston, Har. & San Antonie.770 Shenandoah Valley. 
Galveston, Houston & Hen. 

Georgia Pacific............- South Carolin 
Georgia Railroad.......... 
















Georgia R. R. Commission.. 51 Southern Pacific 
Grand Rapids & Indiana. .... 652 Sou. Ry. & Steamship, Ass’n.. . 
6 ee 324, 769 StewartstowD.........0.....00++ : 


Gulf, Colorado & Santa Fe .. 454 
Hanover Junc , Han. & Gett’g.414 
TOUAROOMIG 0000000 ceeseccsscccee 192 
Houston & Texas Central ..... 272 
Huntingdon & Broad Top Mt...120 Traverse Cit 
Illinois Central.............. 174 Tro: 
Indiana, Bloom. & Western 
Indianapolis & St. Louis . 
Indianapolis & Vincennes. 
International & Gt. No. 367 
ee ni ie theron ennaetl 498 Vi 
Jeff., Madison & Indianapolis. .652 pit . 
Kans. City, Ft. Scott & Gulf..486 Western Caroli 192 
Kans. or: Sprinatele & Mem.485 Western Union Telegraph Co..714 
Kansas y Union Depot Co...256 West Jersey . ..... sseeceeeeeees 622 


erre Haute & ansport.... 


s 39% 

qurse Haute & Indianapolis ...47' 
4 

Texas & New Orleans.......... TW 
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Kentucky Central.............. 770 Wheeling & Lake Erie.......... 698 
Lake Shore & Mich. So.23, 323, 314 Wilmington, Col. & Augusta. ..104 
LAGRD 0csp- 00% ccosves opus Wilmington & Northern........ 652 
Lehigh Coal & Navigation Co..140 Wilmington & Weldon... 1 
aceite a 68,224 Wisconsin Central........ 

Leh. & Wilkes-Barre Coal Co...139 





Worcester, Nashua & Roch..... 
Tl See oo Wrightsville & Tennille ........ 
Little Rock & Ft Smith........595 








Oregon Ralway & Navigation Co. 


The report of this company for the year ending June 30 
last is received too late for an extended notice this week. A 











brief summary of the financial statement is as follows : 

: 1885-86. 1884-85 Inc. or Dee. P.c 
Earnings... ....$5.546,542 $4,082,118 I. $1,464,424 35.9 
Expenses ....... 2.982,053 2,512,602 I 451 18.7 

Net earnings..$2,564.489 $1,569,516 I. $994.973 63.4 
Other income.... 5,223 138,903 D 133,680 96.2 
Total net....... $2,562,712 $1.708,419 I. 861,293 50.4 
Charges ... 967.7 859,099 I 108.639. 12.7 
Dividends 1,080,000 1 . 44.4 
Total ......... $1,939,099 I. $588,639 30.4 
Surplus... .... $41,974 *$230,680 I. $*72.654 tee 





*Deficit. 


_Expenditures for permanent improvements last year were 
$52,106, or $10,132 more than the surplus. The dividends 





paid were 61¢ per cent., against 4}s per cent. mm the previous 
year. 





India Point Branch, 8.05 miles. it leases the Attleboro } 
Branch, 4 miles, making 63.75 miles owned and 67.75 miles | 
worked, 


The 5ist annual report of the company covers the rat 


encing Sept. 30, 1886. 

The equipment includes 58 locomotives ; 158 passenger 
and 25 baggage, mail and express cars ; 520 freight cars and 
417 other cars. This is an average of 0.86 locomotive, 2.70 
passenger-train cars and 7.68 freight cars per mile of road 
worked. 

The general balance sheet is as follows : 

Capital stock.......... ee Se Te 


Bonds (7 per cent.) due 1893... ........... £.00,C00 

Notes payable esah | aiahnanin ty Guna ecs 260, CO 

Unpaid dividends _........ ... See tas asaaehay kee ae 1.796 

Dividend N», 100, due Nov. 1.1886 ........ . ....... . 180,000 

Balances due other roads, etc........... Sha aawhagniea ne 

POOR 008 MONK ii sod. Sadt eects ne 490 338 
er ee ee $4,548,146 

Construction and equipment................ $4,896.174 

Providence, Warren & Bristol stock ... .. 158,340 

Union t reight R. R. stock .. tt gang oP 79.015 

BE crc Sec aeew saw cate toe t Uae S igee 3 on 26.249 

Mee CRINN ia 5.5 sae Bs wobaices 96.500 

NN ee eee rer ‘ 2.1 65 

Balances due from other roads, ete . ....... 198,803 


—- —— 4,548 116 
Tke bonds are plain bonds, not secured by mortgage. The 
notes payable bear 4 per cent. interest and are due, $100,000 
in 1888; $100,000 in 1889, and $60,000 in 1891. 
The earnings for the year were as follows: 











1885-86. 1884-85. Increase. P. c. 

Passengers....... .. $1,084,014 $1,009,275 $74.739 7.4 
Premgitt.... .... -. « 622.375 593.217 29,158 49 
Mail and express .. . 54,815 52,720 2,005 4.0 
5 bie o ch ~mebine 23,601 21,854 1,747 8.0 
Total .............. $1,784,805 $1,677,066 $107,729 6.4 
Exp-nses ... ........ 1,784,926 1,295,739 £9,187 6.9 
Net cacvings ..... $899,879 $381.327 $IK.552. 4.9 
Grose ear». per mile.. 26 344 24 754 1390 64 
Net sis ” am 5.9.2 5,628 274 4.9 
Per cent. of exps .... 77.6 47.3 re pena 
Expenses include rents ($11,727 last year) and taxes, which 


were $98,389 last year and $93,742 in the previous year. 
Deducting taxes and rentals, the expenses were 71.4 per 
cent. of the gross earnings. 

The result of the year was as follows : 


Wete@armings GEBROTD 2... 20. css 6 cece 2 «20 $399,879 
Balance of interest account.. .......... --..--. $21,715 
Dividends paid, 8% per cent........... ......-.. 340,000 

----— 361,715 

Balance, surplus for the year.... ......-..---+.e+8- $38,164 

Balance from previous year Sikeds 6 Sa w0% sp 452,174 

Total surplus, Oct. 1, 1886... . ....c...ceee cececes $490,338 


No addition was made to construction accounts, all im- 
provements being charged to expenses. 

The balance of interest account above is obtained by de- 
ducting all interest and dividends received from interest 
paid. 

: The traffic reported for the year is as follows : 

1885-86. 1884-85. Ine. or Dee. P.c. 
Total train mi'es .... 1,018,432 1,027,688 I. 20.744 2.0 
Passengers carried... . 6119,906 5,612,410 I 507,496 9.0 
Pa: senger miles ... ....57,990.699 54.917,'34 I. 3,04%.565 5.5 
Tons freight carried.... 750,°20 709,853 T 40,367 3.7 

The equipment was increased during the year by 1 loco- 
motive, 8 passenger, 17 freight and ‘25 other cars. 

During the year two dangerous grade crossings were done 
away with by carrying the highways over the track at a cost 
ot $38,218. 

Expenses were increased about $33,000 for eee made 
necessary by the great freshet of Feb. 12 and 13 last. From 
historical records, it appears that there had been no similar 
freshet in the section traversed by this road since 1699, a 
period of 187 years. 

The new station at Highland has been completed, and 
work has been begun on a new building at Highland. 

The directors’ report says: ‘‘ No progress has been made 
in regard to terminal facilities in Providence, but it is hoped 
that by some arrangement with the Providence & Worcester 
Railroad the engine-houses of both roads may be moved into 
the suburbs, thereby simplifying avy future plans, in the 
city proper, that may be pro; ° 

“Kor a long time there has been before the manage- 
ment the propriety of doubling the track on the West 
Roxbury Br anch, and later to double-track the full cir- 
cuit from Forest Hills to Readville. For overa year 
attempts had been made to obtain leave to rebuild the 
present highway bridge at Dedham, a most unsightly 
and dangerous structure (dangerous in case of tire), and with- 
out which improvement no plans could be carried out. The 
new bridge near the Dedham station, an important storage 
place for suburban service, by the consent of the town authori- 
ties and County Commissioners, is now under way. Some 
signatures will commemorate the fact that the work on the 
bridge began in the year which witnessed the 250th anni- 
versary of the founding of the town. 

‘*The bridges over Mother Brook and at the Bussey cross- 
ing will next have to be doubled. The work must progress 
slowly and by degrees.” 





Baltimore & Ohio. 


At the close of its 60th fiscal por. on Sept. 30 last this com- 
pany operated directly the following lines, owned or leased : 












Miles. 
Main Stem, Baltimore to Wheeling .......  -...-..+--+s405 79.0 
Camden, Locust Point and other sbort brarches..... ..... 31.5 
Valley Branch, Harper's Ferry to Harrisonburg... ......... 101.0 
Metropolitan Branch, Point of Rocks to Washington. ... 43.0 
Fairmont, Morgantown & Pittsburgh................... -.. 25.8 
Bowthe BEARD... ..00cccsccccccccvcccccse secs ccess cece id s.iew') 
Total Main Stem ard branches .. .. .....--.---05 « 596.0 
Washington Branch. Relay House to Washington.... ..... 31.0 
Parkersb Branch, Grafton to Parkersburg ... ... co fe 
Central Obio Div., Bellaire to Columbus waited tnt. Sn 
Lake Erie Div., Newark to Sandusky...........-.-..+- 0 -++« 116.2 
Chicago Division, Chicago Junction to Chicago... .... .... 271.0 
Wheeling & Pittsburgh Division.... .............--..--- -. 65.8 
Newark, Somerset & Straitsville ........-..-.  -.-++ . 43.4 

Pictsburgh Division, Cumberland to Pittsburgh. .... 146.5 

“<2 a shorter branches ......... ..-- 52.3 

5 = Somerset & Cambria........ 45.1 
243.9 
ee ae TEE 
Philacelphia Divi-ion (not fully opened)..........-. -. «+++ 111.6 
Total mileage, Sept. 30........... wesecpeceanesboqarsae 1,7216 


The portion of the Philadelphia Di 
was the branch of 20 miles from Wilm en! . 
The main line of 91.6 miles from Baltimore to Philadelphia 
was not opened for traffic until Oct. 19, after the close of the 
year. 


vision couse’ Ip year 


the ' Dedham Branch, 2.22 ; the Stoughton Branch, 4.11, and the | those lines are not included in the report below. 


The new construction during the year was confined to the 
Philadelpbia Div’sion. 

The company controls the Pittsburgh & Western road west 
of Pittsburgh, but does not lease or operate that line. 

The foiluwing statements are from President Robert Gar- 
rett’s report as presented at the annual meeting on Monday 
of this week : 

FINANCIAL CONDITION, 

** The profit and loss account shows an increase for the 
past fiscal year of $232,845. It will be seen by this account 
that the surplus fund, which represents invested capital 
derived from net earnings, and which is not represented by 
either stock or bonds, now amounts to $48,047,461, 

* The payments for investments on account of the sinking 
funds for the redemption of the sterling loans due in 1895, 
1902, 1910 and 1927, during the year amounted to $642,- 
600, which at $4.84 per pound sterling make £132,768, 

‘* In accordance with the agreement with the city uf Balti- 
more, the eleventh annual payment, namely, $40,000, of the 
principal of the bond given for the purchase of the interest of 
the city in the Pittsburgh & Connellsville Railroad, has been 
made, “hus reducing this obligation to $560,000, 

“The following statement shows the payments made and 
the increments in sinkirg funds during the fiscal year for 
account of the respective debts : 

Inc:ements of Sinking Funds for the redemption of the 


sterl'ng loans due in L*95, 1902 and 1910.. -..... $588,302 
Paymen on éccount of the pri: cipsl of debt to the city 

of Baltimore for the purchase of its interest in the 

PIT Ge COED nse 2000+ 0+ evccves ee ae] ove 40,000 
Pittsburgh & Conne'lsvi le sinking fund. . ..... ... .. 29,914 
Baltimore & Obi» & Chicago sinking fund. . ..... ..... 54,208 
Washington City & Point Lookc ut sinking fund. .. .. 6,225 


Nw ageenary cukmeiteedietemnuaal 

**The following shows the aggregate of paymeuts made on 

account of the principal, and the investments for sinking 
funds on account of the debts stated, namely : 


Mortgage loan redeemable in 1880..... ... ..... .. $122,000 
Mortgage !oan. redeemable in 1885.... ... .... -.. 79,000, 
Bonas of the Northwestern Virginia Co. for $500 000, 

indorsed by the Baltimore & Ohio Co., payuble in 

DST i Sade edad hdecmsee: Gonhy spb dads s a. 0006-00056 360,000. 
Loan of the city of Baltimore ......... . ....... ++ 2,425,000 
Sterling loan, redeemable in 1895........ sieneaeeaet 2,162,725 
Sterling loan, redeemable in 190’... ....... ease 2,742,891 


Sterling loan, redeemable in 1910 1.538.229 


Sterting loan, for the Baltimore & Ohio & Chicago, 





Re ee a ee 416,240 
Purchase of the interest of the city of Bal imore in 
the Pittsburgh & Connellsville Railroad... 7 440,000 
Sinkinz fund of the Pit*sburgh & Counrli-ville Co... 259 956. 
Sinki: g fund of the Baltimore, Washington & /* lex- 
andria Branch of the Washington City & Point 
EAE bcon cau. ann cans. chbacan Naser seaneutiass 2 61,564 
Total ... ..... $11,318,607 


‘* A semi-annual cash dividend of 5 per cent. upon the 
capital stock was paid on Nov. 2, 1885, and of 4 per cent, on, 
May 17, 1886.” 

EARNINGS. 
The earnings of the entire system for the year were : 


1885-86. 1884-8). Ire. cr Dec. P.c. 
Tonnage........ ....$14.146073 $12.825.715 IL. $1,320,358 10.3 
Passengers ..... ... 4,2 6,364 3.790.927 I. 4*5.437 12.8 


Tetal.... . ...... $18,422.437 $16,616,642 191,805,795 108 
: I. 








Expenses ........... 12,025 742% 10,973,585 1.062.157 9.7 
Net earnings ..... $6,386,695 $5,643,957 1 $743,638 132 
Gross eern. per mile 13.202 10,321 I 99 96 
Nes “ uy 3,918 3.505 I 413 11.8 
Per cent. of exps... 65.33 66.03 D. 0.7 > 


‘‘ The aggregate earnings, working expenses and net re- 
sults of the Main Stem (including the Winchester & Potomac, 
Winchester & Strasburg, the Strasburg & yyy pe 
the Metropolitan Branch, the Washington City & Point Look- 
out, the Fairmont, Morgantown & Pittsburgh and South 
Branch Railroad) ; of the Washington Branch and the Park- 
ersburg Branch ; of the Central Ohio; Lake Erie; Pittsburgh; 
Chicago: Philadelphia; and Wheeling & Pittsburgh Division; 
and of the Newark, Somerset & Straitsville Railroad for the 
fiscal year were : 

Net 
Earnings. Expenses. earnings. 

Main Stem and branches. . $9,846,613 $5,820,247 $4,026, 
Washington Branch. ..... 32 9u.815 234 


Parkersburg Branch ...... 663,044 501,697 
Central Ohio Division ..... 1,270,476 791,953 478,523 
Lake Erie Division.......... 1,013,014 703,302 309,711 
Chicago Division.... ... ... 2,098,567 1,828,651 269,916 
Pittsburgh Division......... 2,430,085 1,587,664 842,421 
Wheeling & Pittsburgh Di- : 

ee Saaeeee we 446,257 432,809 13,450 
Philadelphia Division.... .. 114,767 99,521 15,246 
Newark, Somerset & Straits- 

a a yee 214,291 179,083 35,208 

Working expenses, 65.33 

POP COME . ...cccccoccere $18,422,437 $12,035,742 $6,386,605 


‘“‘ The net earnings of the Chicago Division, of the Wheeling 
& Pittsburgh Division, and of the Philadelphia Division have 
been credited to the accounts for interest of those companies. 

‘*On the Washington Branch, the expenditures charged, 
according to the system explained in previous annual reports, 
amount to $90,815, being for improvements and for repairs 
of railway, depots, water stations and bridges, and for pump- 
ing water. The partial expenditures charged being deducted 
from the revenue stated, the sum of $234,506 remains, an 
increase of net earnings, compared with the preceding year, 
of $39,734. The expenditures upon the Washington Branch 
show a decrease, compared with the preceding year, of 
$29,721. In order to make this branch as perfect as 
sible, important improvements continue to be made, pa: ticu- 


larly iv the substitution of stone for gravel ballast. It is 
designed to make the road free from dust, and to perfect it 
in every practicable form. Semi-annual dividends of 5 per 
cent. upon the capital stock were paid on Nov. 2, 1885, and 
on April 21, 1886.” ihe 
The earnings per mile of the several divisions were as fol- 
lows : 
Gross. Net. P.c. of exps 
Main Stem and branches... .... $16,521 $6 756 59.1 
Washington Branch...... ...... 10,494 7.565 27.8 
Parkersburg Branch ....... -- G2Ot 1,531 75.7 
Central Ohio Division .. . ... 9,253 3, 62.3 
Lake Erie Division.... .......... 8,718 2,665 69.4 
Chicago Division.... ......... -- 7.744 996 87.1 
Pittsburgh Division.............. 9,963 3,454 65.3 
Wheeling & Pitts. Div .......... 6,782 201 97.0 
Philadelphia Div........ .... . 5738 762 86.7 
Newark, Som. & Straitsville.... 4,938 811 83.6 
The Philadelphia Division earni were on the 20 miles 
(branch) from Wilmington to nburg. 
THE MAIN STEM. 
“‘ Statement of the earnings and working expenses for th® 
fiscal years 1884, 1885 and 1888, including inchester & 


Potomac, the Winchester & Strasburg, the Strasburg & Har- 








risonburg, the Metropolitan Branch, the Washington City & 
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Point Lookout, the Fairmont, Morgantown & Pittsburgh, 
and the South Branch Railroads. 





1884. 1885 1886 
Earnings ....... ... ... ... $11,506 958 $9,733,252 $9,856,613 
; Expenses. 
General exp-nses....... . . $202,132 $203,292 $205,222 
Losses by accidents, ete . 48.340 31,346 71,863 
ses of transportation 2,740 304 2.720 OBL 2,5.09,036 | 
Repsirs of railway ... .... 785,768 691,163 680,052 
Repairs of water stations . 18.075 14,955 18,889 
Repairs and construc.ion | 
of Cepots ..... ey arn et 180.877 161.2%1 210,2 7 |} 
Repair: of bridges..... .... 46,767 7551 86.368 
Repairs of telegraph lines. 162,398 165,582 35,826 
Rapes of stationary ma- 
t eee 104 413 793513 70,928 
Watching cuts... ...... $3,353 32.433 39.024 
Wa'ching tunnels ... ..... 5,10) 4,500 4,362 
Watching bridges.... ..... 19,526 16,702 12,810 
Pumping water ...... ai 29,098 30.014 7.261 
Repairs of locomotives ... 580,038 475,205 479,858 
Repairs of passenger cars. 280,230 202,849 282.741 
Repairs of burden cars .... 582,461 416,225 609,680 
Cleaning engioves and cars 9 *,950 92,62 102,701 
Contingent expenses of the 
Machinery Department. . 7,779 8,475 12,27: 
EEG, oad le Sens eacuee 324,239 323.431 341,075 
Preperiog fuel and fil ing 
ee ee ee ee 21,468 22,560 20,151 
Total expenses....... .. $6,269,216 $5,763.2352 $5.820,247 





$5,237,742 


$3,989,909 





Earnings more than exps.. $4,026,366 


Working expenses......... 54.48 p.c. 5921 p.c. 52.10 p.c. 

“Tt isshown that the earvings of the Main Stem and the 
branches stated, in comparison with the fiscal year 1885, 
have increased $113,361 and the working expenses have in- 
ereased $56,895, making a comparative increase of the net 
profits of $56,465. 

*The expenses of working and keeping the roads and 
machinery in repair amounted to $5,820,£47, being 59.10 
per cent. upon the earnings, showing a decrease of 0.11 per 
per cent. compared wit the previous year.” 

TRAFFIC. 
The traffic statements given in the report are as follows - 


1835-86. 





F 1884-S5. Inc. or Dez. P.c. 
Tons throuzh freight.... 2,731,119 2.388.147 I 392,972 16.8 
Bol. flour to Baltimore... 752,150 766,163 I. 14,015 18 
Bu. wheat bi 3,487,159 3.200,0°95 I. 237,134 7.4 
Bu. corn 9,474,275 %.383,359 I. 1.090.916 130 
Bu. aligrain “ 13,718,428 1,048,258 I. 670,170 5.1 
Tons lumber “* ae 92.831 86,560 I. Gw7i - 7:2 
Tons live-stock carried... 70,220 67,890 L. 2,330 3.4 

Coal tonnage: 

-Main Siem. ..... . . ... 3,673,448 3,487,170 I. 183,278 4.3 
Pittsburgh Division . 2.427,238 2CO2.282 1. 443,266 21.1 
Trans Ohi» lines.... .. . 1,829 681 909,594 I. 420,087 46.2 

Total tous coal.. ..... 7,430,367 6.400.716 I 1,029,621 16.1 


Of the Main Stem coal tonnage 482,361 tous were for the 
use of the company on its various lines. Coke is included in 
coal. The increase in the Main Stem was made in spite of a 
large decrease in the Cumberiand trade. The gain on tne 
Trans-Vhio tines is notable. 
we tonnage of through merchandise East and West has 

n: 








Tons. | Tons. 
1871 Cll ALL. . SEC Te 1,425.629 
1872..... 557,609 | 1880........... . 1,980,397 
1873. 620,265 | 1881.... . ...2 014,110 
1874 5 2,256 | ae . 2,043,277 
1875. 872.10! | 1883 ...... ‘ 5 
MR sci. <n ter iceeke ...1,093.393 | 1884... >? 
1877 RENEE Mics ccieas + a03.006 38,147 
1878. re te ee cap .- 2,731,119 





The through tonnage last year was thus over 6'4 times 
that of 1871. This tonnage bas shown a continuous increase 
for 16 years past. 

The report gives the following general summary for the 
year: ROAD AND EQUIPMENT. 

** All the tracks of the Main Stem and of neariy al! the 
branches east of the Ohio River are now laid with steel rails. 
The increased cost of steel substituted for iron rails has been 
uniformly charged to the repair account. 

“The condition of the road-bed, tracks and engines has 
been maintained at a high standard. A large number of 
new sleeping coaches, parlor and thoroughfare cars have 
been added, replete with every modern improvement and 
convenience. 

‘* Twenty engines have been built at the company’s shops, 
3 have been rebuilt, 2 have been purchased and 5 have been 
withdrawn from the service. Of the 25 engines built, re- 
built and purchased, 20, being new and additional plant, 
have been charged to roliig power, and 5, to replace that 
number withdrawn, bave been charged to the repair account. 

** There have been 1,213 cars built and rebuilt at Mount 
Clare and other shops of the company, and 30 oil tank cars 
have been purchased. Of this number of 1,243 cars, 714, 
being new and additional plant, have been charged to rolling 
power, and 529, to replace that number withdrawn and de- 
stroyed, have been charged to the repair account. There have 

n510 cars arranged for the coke trade, 1,131 cars have 
received thorough repairs and 353 cars have been repainted. 

THE PHILADELPHIA DIVISION 

‘*The line between Baltimore and Pl'lac:\phia was opened 
for passenger and freight traffic on Oct. 19. The road is 
strictly first class, being laid with stee] rails and stone bal- 
lasted. Commodious passenger stations and freight ware- 
houses have been erected at many points, and at Newark and 
Wilmington, Delaware, and Chester, Pennsylvania, hand- 
some passenger stations of stone and brick are being built. 
At Twenty-fourth and Chestnut streets, Philadelphia, the 
main station isin course of erection. The structure wil! be 
substantial, ornate and complete in all its appointments. The 
principal offices of the division will also be located in the 
main station, The Schuylkill River East Side Railroad, in 
the city of Philacelpbia, is the connecting link between the 
Philadelphia line and the system of the Philadelphia & Read- 
ing Railroad Co. The work on this part of the route has 
necessarily been difficult and tedious, but its completion is 


anticipated in the month of December, when passengers froth | 


New York wi!] be carried, without change of cars, to Balti- 
more, Washington and all points on the system of the Balti- 
more & Ohio Co. The Deiaware Branch Railroad, extending 
from a point on the lire of the Schuylkill River East Side 
Railrcad, is also nearing completion. By this branch the 
priucipal docks and large manufacturing establishments on 
the Delaware River will be reached. 
BALTIMORE & OHIO TELEGRAPH. 

‘The increase in the earnings of the Baltimore & Ohio Tele- 
graph Co. for the fiscal year ended Sept. 30 has been 17% per 
cent. compared with 188%, and 41.25 per cent. compared 
with 1885. In the midst of acute competition, the large and 
increasing patronage thus commanded demonstrates the 
strength of the company and the value and efficiency of its 
service, The fact that the Telegraph Cc., in addition to its 
value in facilitating the varied business operations of the Rail- 
road Co., has not only paid to tbat company the agreed an- 
nual rental for the use of the wires on its railroads not needed 
fer railroad purposes, but has also shown a satisfactory net 
—e Sr pam fully vindicates the wisdom of the board 
in establishing its telegraph system. The poles and wires of 
$he entire system have been maintained and-improved dur- 





{ 
ing the year, and extensions continue to be made from time 
| to time to meet the requirements of the public and the grow- 
ing business of the company. 
RELIEF ASSOCIATION, 
‘The Baltimore & Ohio Employés Relief Association con- 


» | tinues to prosper and to grow in popularity with the men in 


the service. Its membership now numbers 20,297, an in- 
; crease of 4,001 over last year. The disbursements to the 
| members during the year amounted to $217,704, making an 
| aggregate cf disbursements since the inauguration of the As- 
| sociation on May 1, 1880, of $1,245,156. 

‘** The savings and building features as their workings be 
come known are receiving higher appreciation. There have 
been 653 new accounts opened in the savings bank during the 
year. The deposits during the year amounted to $209,790, 
making a grand total since the inauguration of these features 
on Aug. 1, 1882, of 3506,401. Of this amount $151,004 
has been withdrawn by depositors, and $306,363 has been 
loaned at a low rate of interest to such employés as desired 
to construct, purchase or improve homesteads upon the com- 
pany’s lines. 

‘** The pension feature continues to prove valuable as a re- 
ward to employés for long and faithful services. Thirty-one 
additional names have been placed on the roll during the 
year, and 14 deaths have occurred. In all, 128 men now re- 
ceive benefits from the pension fund. 

PORT OF BALTIMORE. 

‘* The river and harbor bill of August, 1886, contained an 
appropriation of $150,000 for continuing the work of widen- 
ing the channel to the port of Baltin ore to 400 ft., and dredg- 
ing, which had been suspended for want of funds since June 
30, 1885, has been resumed under the charge of Lieut.-Col- 
onel W. P. Craighil], of fhe United States Engineer Depart- 
ment. Itisestimated that,880,000 will complete the undertak- 
ing, and this sum Congress wil! be asked to appropriate at its 
next session. The port of Baltimore will therefore soon bave 
a channel of a uniform width of 400 ft., with a present depth 
of 27 ft. at mean low tide. Tbe commanding value of this 
port for the !arge sections and communities which avail of it 
for exports and impovts, and the necessity for a greater 
width of channel for the vessels of large tonnage which now 
come to Paltimore, will doubtless cause Congress an at early 
day to appropriate sufficient funds to widen the channel to 
600 ft. As the material through which it has been excavated 
has been soft and yielding, the cost of the work wiil be quite 
small compared with the advantages and economies to be 
gained by having a channel of a uniform width of 600 ft. 

CONCLUSION. 

‘*The board express with pleasure their continued apprecia- 
tion of the successful management of the business of the 
company through the faithiulness and efficiency of the 
officers and employés in all departments of the service.” 





Central Railroad & Banking Co. of Georgia. 





The following statements are from advance sheets of 
President Raoul’s report for the fiscal year ending Aug. 31 


last. The lines worked during the year were as follows : 
Cet tral Railroad: Miles. 
Savannah, Ga., to Macon......... ... ..... 19?.0 


Gerdou to Eatonton 


Bish Gos er ance 39 0 
Augusta Branch, Millen to Augusta. .. 


53.0 








Total Savannah Division ............... =. . 284.0 
Atlanta Division, Macon to Atlanta.............. .seseeee 102.5 
Southwestern Railroad, Macon, Ga., to Eufaula, Ala., and 

branches ...... asad ees coe is EP ee Se 

bo es neers . 7065 
Eufaula & ' layton R. R... 20.5 
SRE i I os sc sia node awa chases’ S (cee - bes a 80.0 
Columbus & Western, Columbus, Ga , to Goodwater. Ala.. 89.0 

eR, sf ed tat She ahha haeatanat)- ages eeeebedan 896.0 


The company also owns the Savannah, Griffin & North 
Alabama rvad, 63 miles ; one-half interest in the Western, 
of Alabama, 138 miles ; a controlling interest in the Port 
Royal & Western Carolina, 335 miles ; controlling interests 
in the Mobile & Girard, 84 miles, and the Upson County 
road, 16! miles These roads do not appear in the report. 
The Mobile & Girard bas lately been leased, as noted below. 

The company wholly owns the Ocean Steamship Co., whose 
lines run between Savannah and New York, and the Central 
Railroad Bank, which is organized under its charter. 

Of the road worked, as stated above, the company owas 
curectly the line from Savannah to Macon and the Atlanta 
Division, 294.5 miles. Tie Eatonton Branch, the Augusta 
Branch (Augusta & Savannah road’ and the Southwestern 
road are leased. The company owns the chief interest in the 
Southwestern road, and its bonds are issued urder a joint 
| mortgage covering that road as well as its own. 
| The company holds one-half interest in the lease of the 
| Georgia Railroad, 442 miles ; the other half being owned by 
| the Loui-ville & Nashville Co. 
| The car equipment of the lines worked includes 127 pas- 
| senger-train cars; 1,312 box, 104 stock, 401 flat, 46 coal and 
47 caboose cars ; 32 road or service cars. 

The earnings of the company’s railroad lines were as follows: 
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Earnings. Expenses. Net earn. 

Savannah Division . .$1,806,563 $938,887 $867,676 
Atlanta Division ....... ae 582.870 383,119 199,751 
Southwestern R.R........ 975,719 730,232 245,487 
Total Central R. R...... .-83,365.152 $2,052,2: $1,312,914 
Columbus & Western ... ..... 173.208 121,080 52,128 
| Mont. & Eufaula ... .... 2+9.690 152,887 146,803 
Eufaula & Clayton............ 23,276 18,548 4,718 
Total ; ... $3,861,326 $2,944.763 $1,416 563 
Total, 1884-85 . 3,771,449 = 2,571,348 1,200,101 











1.$89,877 
2.4 


Increase or decrease.... 


1.$316,462 
Per cent .... 


26.4 


. 8.8 
The large increase in net earnings was chiefly due to the 
genera! reduction in working expenses, 
The earnings per un Je, and the percentage of expenses to 
gross earnings on the several lines were : 


Earn. Net Px. 
—-per mile -- —-per mile -- vt exts.— 
1885-6. 1884-5 1885-6. 1884-5. 1885-6 1884-5 

















Savannah Div $6.361 $6,276 $2.055 $2,585 852.0 62.0 
\tlanta Div 5.687 5,315 1.949 1.383 65.9 77.7 
s.W R . 3.949 =2 960 767 616 74.8 79.2 
Total Cent. R R.$1.763 $4,635 $1,858 $14°9 61.0 696 
Col. & Western.. 1946 1.942 589 607 69.9 68.9 
Mout. & Evfaula. 3.746 3740 1,835 1,766 5:.0 52.8 
Eula & Clayton. 1,136 1,197 230 451 79.7 62.4 
Total ..8',310 $4212 $1,693 $1.340 66.6 68.2 
The effects of competition are shown by the Atlania 


Division, which formerly had heavier earnings per mile than 
the Savannah Division, but bas now fallen much below. 
The total income of the company was as follows: 








Earnings Experse:. Net earnings, 

Railroad lines ... $3,861,326 $2,344.765 $1,516,563 
Ocean St-amship Co.....  .... - ‘ 442,159 
Central R. R. Bunk 55.667 19.446 36,221 
Total ces neeeees $',916,983 $2,364,209 $1,994 943 
T otal, 1884-85... 3,911,507 2,566,961 1,£07,627 
Increase or decrease... I: $5,486 D. $202,752 {. $187,316 
Percent .. ... ia 0.1 79 10.4 








THE RAILROAD GAZETTE. 





| NOVEMBER 19 1886 





In this statement only the net earnings of the Ocean Steam- 
ship Co. are given in both years. Interest and dividends re 
ceived on investments are included in the Bank earnings, 
The increase in the Steamship Co. net earnings was $63,251, 
or 16.7 per cent. 

The Central Railroad shows a surplus over fixed charges of 
$279,177: the Montgomery & Eufaula, $41,892; the Eu- 
faula & Clayton, $4,718, and the Ocean Steamship Co., 
$282,939. The Columbus & Western shows a deficit in meet- 
ing fixed charges of $14,872. 

The result of the year was as follows : 


Net earnings, as shown above............. 


$1,994 943 
Interest on bonds 


. “ certificates of indebtedness 
Sinking fun ‘ tine ies se 


|| Scape one. e 100,000 
Rental of ieased lines... Be cag Ont Nei cs 453,958 
Deficit on dividend, previous year nat Cons 7.266 
State taxes, Southwestern R. R. judgment. . 41.127 
D: ficit on Georgia R.R. lease | ............ 44,815 
Year’s propertien of cost of change of gu:ge 54,500 


1 613,t86 


Balance, surplus for the year... ...........+.... $381,057 
Dividends, 4 per cent tA a he A 299.956 
NN ©. 220i aki da ben ctikmredentd eteceke raeeene $81,101 


‘* At the writing of the last report the hope was entertained 
that the Georgia Railroad w uld, in the near future, suffi- 
ciently increase its earnings to justify the retention of the 
balance against it on the books as a solvent asset, but the 
failure to earn that portion of rental for which the company 
is responsible, for the year closing March 31, by $44,814, 
prompts the more peculant policy of the chsrging of the old 
balance to profit and loss and, beginning with this year, in- 
clude any losses or gains that may hereafter occur in the an- 
nual account of earnin:s and expenses. Up to this date its 
business exhibits an improvement for the present fiscal year 
as compared with the same months of the preceding year. 

‘* The net earnings of the Columbus & Western were prac- 
tically the same asthe year preceding. The determination 
of the Kansas City, Fort Scott & Gulf Co. to exterd its road 
eastward from Memphis to Birmingham, decided the com- 
pany carrying out its original plan of extension in the pur- 
chase of the Columbus & Western and build to Birmingham 
to meet the Kansas City. An engineer corps is now in the 
field locating the undetermined portion of the rcad and the 
construction of that portion mmediately beyond Goodwater, 
already located and practically graded, has been commenced. 
It is hoped to have the road completed to Birmingham 
in about one year from this time. This connection with 
Kansas City, the centre of the most important producing 
region of the Northwest, not only opens to this section of the 
country traversed by the company’s existing lines the cheap- 
est channel through which to draw its products, but also af- 
fords the shortest mileage route from that same region to 
New York and other eastern cities. It is confidently believed 
that an improvement in revenues of railroads and steamship 
property will follow close upon the completion of this connec- 

President Raoul’s report says : ** The increese in net earn- 
ings would have warranted, and a lerger dividerd would 
have deen declared, but for the unavoidable concentration in 
this year’s operations of the large amount of charges of an 
extraordinary character, as shown in the foregoing state- 
ment of disbursements, and the underestimate made for the 
earnings of three months succeeding the declaration of the 
dividend. * 

** The gauge of the track from Savannah to Atlauta was 
changed from 5 ft. to 4 ft.9 in. on Tuesday, June 1, and a 
like change made in a}l your other lines during the few days 
preceding and following that date. Half the engines and 
cars were changed during the two months preceding, and the 
remainder since that time. It was a work of considerable 
magnitude, and required for its safe and successful ccomple- 
tion, a carefulness in planning, and an accuracy in arrange- 
ments for carrying out the multiplicity of details involved in 
it, that necessarily placed great anxiety upon those charged 
w:th the responsibility of its execution. 

‘It is a pleasure to your board to te able to announce it a 
gratifying success, the credit for which is entirely due to the 
superintendents, the heads of the several departments con- 
cerned, and those serving under them, all of Whew performed 
their duties with an energy and devotion meriting the high- 
est commendation. 

‘* The cost cf this work, so far as it could be eliminated 
from operating expenses, was 3218,0CO. As indicated in the 
last report, it is proposed to distribute the liquidation of this 
account over several years, and with this policy in view, 
$54,500 is charged off, as shown in the statement of disburse- 
ments. 
tion. Recognizing its importance, it is proposed to build and 
equip the line in a thorcugb manner. 

‘* The net earnings of the Montgomery & Eufaula have 
slightly increased over the preceding year, and, as shown by 
the tabulated statement, is $46,802.26, which is equivalent 
to — fixed charges, and about 619 per cent. on its capital 
stock. 

‘* The net earnings for the Eufaula & Clayton for the past 
year amounted to $47,821, which is about 4.7 per cent. on 
its nominal capital stock ($100,000), and about 11¢ per cent. 
on the capital it would take to construct the road. 

‘* The operations of the Ocean Steamship Co. have been in- 
creased over last year. 

** A lease of the Mobile & Girard Railroad was consum- 
mated for the period of 99 years from June 1. The leading 
conditions are that the company is to pay this interest on its 
bonded debt now amounting to $208,000, and permit no in- 
crease of the same, and $1.50 per share upon the capital stock 
then outstanding. The capital stock consists of 12,684 
shares of stock at a par value of $100 per share, of which 
the company owns 4,455 shares. As the road has deen 
operated for many years past in friendly co-operation with 
the company, and the company is already an indorser upon 
its outstanding bonds, the change is to a certain extent nomi- 
nal. The road has met its interest for several years and is 
now in excellent condition, and little doubt is entertained 
that economy is to be secured by operating it under its lease, 
and thus dispensing with some of the expense of the separate 
organizations, will enable it to meet this siight additional 
obiigation. The lease obviates the possibility of the road 
being operated otherwise than as a feeder to the Central. 

‘** Tt was deemed advisable to render financial assistance to 
parties constructing rcads in upper South Carolina, reaching 
Spartanburg, Greenville and Anderson, connecting with the 
Augusta & Knoxville road, as they would, under a manage- 
ment working in harmony with the company, become very 
important contributors to the tonnage of both its roads aud 
ships. The money required to render this aid was partly 
secured by the sale of some securities held in treasury and 
not needed for the control of other property, and partly by 
temporary loans. Arrangements have been effected to con- 
tinue the indebtedness thus contracted in its present shape 
till it can be funded in the securities of the new companies, 
which will be consummated at no distant day. To accon- 
plish this, and to meet the expense of change of gauge, with- 
out encroaching upon the net earnings, involved an increase 
of the floating debt which, though large, is amply protected by 
additional property with this satisfactory plan in view for 





funding the entire debt in securities of self-sustaining prop- 
erty.” 


